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Editorial 


It is unfortunate to promulgate war scares or 
to insinuate without cause that war with this or 
that country is inevitable. Even if reports are true, 
itis perhaps more politic to show no alarm. There 
is a sense, however, wherein Americans must look 
carefully to the future. The situation of some na- 
tions relating to commercial room for a population 
now dense, and the source of their supplies in the 
nearby time, presents a critical condition, and so far 
is this from a theory, that it is up to the govern- 
ment to recognize it. One of the things it ought 
to warrant is fortifying the Panama Canal. 
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rect any erroneous statements as may affect facts 
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that are essential, but in the great volume of 
material that passes through our hands, we cannot 
always guarantee that mistakes will not be made 
in the use of names and localities at times. We 
are remarkably free from even these errors, we be- 
lieve, however, and guilty of scarcely any that have 
resulted in misconstruction of conditions. Our re- 
ports of the long rate hearings are, we consider, an 
evidence of the care we exercise. 





TIME HEALS CONTENTION. 


The most acute business controversies are 
modified in intensity by opportunity for reflection, 
and this will prove true in any of the acrimonies 
that may result from the rate conditions as con- 
tested between shipper and carrier. In the analysis 
that has been given by the opposing sides, a much 
broader treatment of conditions has followed than 
ever before, and the frankness in statement per- 
mits a better understanding of those things that 
have been the basis of the present troubles. More 
light will disclose real inequalities as compared to 
imaginary grievances, and there should come a 
clear indication as to what class is genuinely 
oppressed. 

It is right to investigate in the first instance 
whether there is an unfair burden, and then if there 
is, whether the measure of relief comprehends the 
victim of oppression. In such an examination the 
facts will show whether the true complainant is 
before the arbiters, and in what way. It will be 
disclosed, too, whether in the more or less confused 
presentation of many complaints there have crept 
in those that are not interested in a proper align- 
ment, but simply wish to obstruct any change in 
present bases. 

If railways are face to face with facts that are 
incontrovertible as to erroneous standards, we as- 
sume that they will not seek any continuation of 
them, but naturally they must insist that an attack 
upon their system of business operations ought to 
establish it as a mistaken one by the most compe- 
tent evidence, and by those whose experience is 
equal to a substitution of the right and the practical 
thing. 

The right and practical thing as a matter of 
principle ought to mean no class discrimination in 
results. In this contest we are hopeful that no 


serious impairment of relations that prior to it were 
growing less annoying will bring out new antag- 
onisms to further postpone proper and mecessary 
co-operation. 


























































THE MERIT OF CONTROVERSY 





Washington, D. C., January 27.— 
There is one merit of a controversy 
that is substantial, and-it is princi- 
ple. We are optimistic enough to 
believe that this is the fundamental 
creed of the patriotic element of our 
nation, and that its working out is 
for our good at this time, though in 
a measure most irritating to certain 
factions in our civil life. This is be- 
cause there are some people who 
will concede nothing to an opponent, and others who will 
accept no reasonable compromise. 





We are not to be understood as indicating the belief 
that when the application of a principle is clear there 
should be any compromise with its opponents, but human 
infallibility has no. existence, and conscientious convic- 
tion is often in opposition in conclusion reasoning from 
the same premise. If there is not to be continual 
between good men, therefore the law of 
must enter into their agreements. Our conviction is 
that this idea lies underneath the better part of our citi- 
zenship to-day, and that fair dealing, one with another, 
has a stronger influence with mankind than ever. 


war 
compromise 


In our business life we are mislead by political ex-- 


ploitation of evils to action without reflection, and by 
this influence is brought about our most radical measures 
in government. achievement 


rests on 


In any 
success 


of magnitude the 
superstructure of the foundation of 
hard work. It means making plans carefully and patient 
industry, and when so beautifully constructed as to be a 
matter of civic pride in a community or state, it is not 
perfect and the knows this. It, however, is 
substantially right and stands as a monument in genuine 


architect 


progress, but not without 


not often without 


its critics, not without envy, 
suspicion of its integrity. 

Knowing this 
not worth our criticism is 
reliable? If it originates with those who have never 
achieved in any line, except by the process of assault to 
become prominent as agitators, we are not warranted in 
giving them permanent occupation without asking a good 
and substantial substitute for those things they 
destroy. 


to be the part of human frailty, is it 
while to determine whether 


would 


There are some very wise students of conditions who 
have thought out changes 
life unselfishly 


in government and business 
and practically, can afford to 
indorse and follow them, but they are few in numbers 
and seeking to adjust and not to destroy. It is hard to 
hear their voices in the clamor of those who are willing 
to tear down, but because of their persistence and their 
patience they reach us after the agitator has worn out 
the people with excitement over superficial things and 
touch us in a reflective mood, and this is what always 
Saves us. We are now, we fancy, in the reflective stage, 
willing to listen to our better counselors after more or 
less clamor, and one of the wisest is now the head of the 
nation. W. B. B. 


and we 
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DIGEST OF WASHINGTON NEWS 


Important Happenings of the Capital City Condensed 
for Reference for the Business Man 








The purpose of this department is to give in brief form 
not only items of interest concerning the Interstate Commerce 
Commission, but also &@ summary of the more important news 
of the White House, Congress and various governmental bu- 
reaus. 





INTERSTATE COMMERCE COMMISSION, 


The Interstate Commerce Commission has assigned 
a series of hearings of arguments in a number of indi- 
vidual complaints against various common carriers for 
overcharges in freight rates to begin with February 8 
and continuing through the entire month. These have all 
been postponed until after February 20 to give the Com- 
mission an opportunity to study and reach a decision in 
the two cases of proposed increase of rates in the Official 
Classification and western territories. 
PARCELS-POST. 


The reporting by the Senate Postoffice Committee of 
the Burnham bill authorizing the postmaster-genera] to 
experiment with a parcels-post on rural routes, marks 
the first practical step toward the general parcels-post. 
It is well recognized that once the service is inaugurated 
it will be but a question of time and working out of de- 
tails before it is extended coincidental with the delivery 
of letter mail. Such being the case, the Burnham bill will 
be carefully considered and probably vigorously opposed. 
Even if it becomes a law it will tend to postpone the 
establishment of a general parcels-post, for Congress 
would undoubtedly await a repcrt from the postmaster- 
general on the result of his experiments before extending 
the system. Therefore, while the bill is important as a 
probable prelude or preliminary to the general undertak- 
ing, extended consideration of the subject may be 
postponed to a later day. 

There is one point, however, that merits attention 
at this time because of the persistency with which it is 
being agitated. Nathan B. Williams of Fayettesville, Ark., 
who has given the subject much time and consideration, 
has raised the point that the mail monopoly of the gov- 
ernment extends to all “mailable matter,” which of course, 
would include packages of merchandise to the weight of 
four pounds. He had been insistent that the postoffice 
department should exercise such monopoly and thus either 
prevent the express companies from handling such pack- 
ages or compel them to attach thereto proper postage as 
in the case of letters. 

In a most interesting brief (Senate Document 542, 61st 
Congress, 2nd session), Mr. Williams reviews the history 
of the postal service cf the world, almost from the time of 
Olympus and Mercury. Tracing the transportation of 
‘pacquets, packets or packages, which he finds to have 
identical meanings, through the colonial and revolutionary 
times down to the present, Mr. William argues that where 
the words “letters or packets” occur in the Revised 
Statutes “packets” is synonymous with “packages,” and 
means packets or packages of merchandise as well as 
packets or packages of letters. He contends from this 
premise that when Congress proclaimed the postal mo- 
nopoly that monopoly extended to packages or packets of 
merchandise as well as to letters, and it is up to the 
postoffice department to exercise the monopoly it now 
possesses by act of Congress. Mr. Williams fortifies his 
position with numerous court decisions and citations, 43 
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well as quotations from official and other writings on the 
subject extending back to Francis Lovelace, governor of 
New York in 1672. 

The writer has discussed the question with the officials 
of the department of justice and of the postoffice depart- 
ment, who have been called upon to give Mr. Williams’ 
contentions official consideration, and they admit that his 
logic seems sound and his position practically unassail- 
able. They point cut, however, that for forty years the 
postoffice department has not attempted to exercise any 
monopoly over mailable matter otherwise than letters, 
although strictly enforcing its monopoly over letter mail. 
During that period the question came up in a slightly 
different form before then Attorney-General Wayne Mac- 
Veagh, who rendered an opinion to then Postmaster- 
General Thomas L. James, in which Mr. MacVeagh held: 

“It is prohibited, and an ‘offense,’ to carry ‘letters or 
packets.’ What is a letter I can make no plainer than 
it is made by the idea which common usage attaches to 
that term. From the combination in which it is used, I 
have no doubt that ‘packets’ means a package of letters.” 

It may be suspected that the present officials are more 
inclined toward Mr. Williams’ contention than toward Mr. 
MacVeagh’s opinion, and if Mr. MacVeagh had had the 
benefit of “Mr. Williams’ exhaustive research into postal 
history, he might have held differently; but MacVeagh’s 
opinion was given in 1881, and until comparatively recent 
years has stood unchallenged. Enacted in 1872, in prac- 
tically the same language as in 1845, when the rapid 
growth of the express companies threatened to divert all 
the profitable business and to cripple or even extinguish 
the postal service by entailing on it severe losses, the 
law was again re-enacted in similar terms when the postal 
laws were codified recently. Meanwhile the postoffice 
department, resting on the MacVeagh opinion, made no 
attempt to exercise any monopoly except over letter mail, 
and as this fact was well known to Congress, which made 
no effort toward the extension of the monopoly, although 
it could have done so prior to or in the revision of the 
code, it is inferred that Congress has been and is satisfied 
with the attitude of the department. Such being the 
case, it is felt that there is not the slightest chance of 
the postoffice department acceding to Mr. Williams’ views 
and abruptly extending the monopoly to include four- 
pound packages. 

To begin with, the department has no equipment for 
this business, and no money or authority to purchase or 
otherwise provide it. It has no funds to provide employes 
or pay for the transportation of such mail. Even if it 
had, the howl that would go up if a rate of 16 cents a 
pound should be suddenly put into effect on all packages 
up to four pounds is one no postmaster-general would 
contemplate with equanimity. It is true that Congress 
could have extended, and still can, by a word of direction 
and a suitable appropriation, extend the postal monopoly 
to cover all merchandise up to whatever weight-limit it 
May fix, but until Congress acts it is assumed that the 
bostoffice department will not. 

In connection with the above, it may seem strange 
to some not familiar with governmental business that long- 
established precedents have substantially the effect of 
law, and that the courts would undoubtedly so hold in 
this case. If it were not so, the confusicn would be 
intolerable. It stands to reason that, while a business 
house may at a moment’s notice entirely change its meth- 
ods (although they seldom do), the government must 
Continue along certain well-established lines, so that its 
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citizens, officials and foreign governments can be reason- 
ably sure that its course will be steadily the same, and 
will not be subject to the personal ideas or whims of 
erstwhile pilots. But there is little difficulty in overturn- 
ing antiquated, obsolete or obnoxious precedents when the 
cecasion justifies, just as “red tape” can be cut, so too 
much fault should not be found with forms and formule 
that give cohesiveness to our multiplex system. 

It is that power of precedent, thus briefly touched 
upon, that Mr. Williams is against on this proposition, and 
to all intents and purposes it has the effect of law. The 
remedy, therefore, lies with Congress and not with the 
postoffice department, and recognizing the fact, a bill has 
been introduced authorizing the House Judiciary Committee 
to inquire as to whether the monopoly now extends, and, if 
not, what legislation is required to extend it. 


SUPREME COURT. 


Arguments were heard in the United States Su- 
preme Court last week on three cases involving land- 
grant railroad lands in Minnesota, on appeal from the 
Supreme Court of Minnesota. The cases were Chas. 
D. Campbell vs. Fred. Weyerhauser; Frederick Weyer- 
hauser vs. H. H. Hoyt, and the Northern Pacific Rail- 
road vs. Fred Wass. C. W. Bunn argued for the 
Northern Pacific Company and Weyerhauser, and M. H. 
Stanford for Campbell and Hoyt. It appears that the 
land grants were made in 1857 to 1865 by Congress, 
but none of the applications of the roads for building 
was approved by the Interior Department, and in 
April, 1899 Fred Wass made homestead settlement 
on 160 acres. In 1905 the Northern Pacific Railroad 
received permission from the Interior Department to 
select the land under the grant and ousted Wass, but 
Wass’s title to the land was upheld by the Minne- 
sota Supreme Court, from which decision appeal is 
now made. Hoyt claims 40 acres and Campbell 160 
acres. Weyerhauser and Humbird purchased land from 
the Northern Pacific road in the grant and claim the 
lands involved in the Hoyt and Campbell cases. All 
three parcels of land were held by the Interior De- 
partment later to belong to the railroad. 

The Supreme Court has assigned the case of the South- 
ern Pacific Company vs. the Commonwealth of Kentucky 
and George H. Anderson et al., revenue agents, for argu- 
ment October 10, 1911. 

The Supreme Court will -take its midwinter recess 
of three weeks from January 30 to February 20. 


CONGRESS. 
The Senate locomotive boiler inspection bill has 
been reported by Chairman Mann of the House com- 


mittee on interstate commerce, with an amendment lim- 
iting the appropriation for carrying the law into opera- 
tion to $300,000 a year. In his report Mr. Mann says 
the subject has been carefully considered by the com- 
mittees of Congress with representatives of the railroads 
and associations of railroad employes. The bill has the 
approval of the B. L. E., B. L. F. and E., O. R. C., and 
B. R. T., and of the special committee on relation of 
railway operation to legislation, representing the rail- 
roads, as shown by letters of F. O. Melcher, chairman, 
and second vice-president of the Rock Island lines, at- 
tached to the report. It also has the approval of the 
A. F. L., and letters from other representatives of 
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railways are given showing their approval of the meas- 
ure. 

In his report Mr. Mann says: 

The bill forbids the railroads from using locomotive 
engines unless the boilers and appurtenances thereof 
are in proper condition and safe to operate, and unless 
such boilers shall be inspected from time to time in 
accordance with the provisions of the act. The inspec- 
tion of the boilers shall be made by the railroads in 
accordance with the rules and instructions to be pre- 
pared in the first instance by the railroads, but subject 
to approval and modification by the Interstate Commerce 
Commission, which may itself prepare the rules and. 
instructions for any railroad if that road fails to pre- 
pare and file the same. 

The bill provides for the appointment of one chief 
inspector and two assistant chief inspectors of locomotive 
boilers, to be confirmed by the Senate, the chief in- 
spector to receive a salary of $4,000 and each of the 
assistants $3,000. It provides for the division of the 
country into 50 locomotive boiler inspection districts 
and the appointment of 50 inspectors who shall be in 
the classified service and be appointed through the 
Civil Service Commission. The 50 inspectors are each 
to receive a salary of $1,800 and traveling expenses and, 
in addition, may receive an annual allowance for rent, 
stationery and clerical assistance, to be fixed by the 
Interstate Commerce Commission, but not exceeding for 
any inspector $600. It requires the railroad companies 
to file with the inspector of the district a sworn report 
of each inspection and also a sworn statement as to 
of the disclosed by the inspection. It 
authorizes any district inspector to order any locomotive 
out of service if he finds the boiler or apparatus per- 
taining thereto not in serviceable condition, subject to 
an appeal to the chief inspector, and a further appeal 
from the chief inspecter to the Interstate Commerce 
Commission, but provides that pending the appeal the 
requirements of the inspector shall be effective. 

It provides that in case of accident resulting from 
failure from any cause of a locomotive boiler or its 
appurtenances, resulting in serious injury or death to 
one or more persons, statement must be made by the 
railroad to the chief inspector, and that such accident 
shall be investigated by a government official, and that 
the results of such investigation shall be made public 
in such manner as the Interstate Commerce Commission 
deems proper. 

It provides a penalty of $100, to be recovered by 
suit brought by the United States district attorney, 
for any violation of the act or of any rule or regulation 
made under its provisions, or of any lawful order of 
any inspector. 

Mr. Mann reviews the history of the proposed legis- 
lation, from the introduction in the Senate, March 22, 
1909, by Senator Burkett (Neb.) and of Representative 
Campbell (Kan.) in the House, May 17, 1909, of bills 
for boiler inspection. During the recess last summer 
Mr. Mann said his committee gave special attention and 
study to the question. He prepared a bill which he 
furnished to the officials of the railroads and railway 
employes’ organizations, and, after full and free con- 
ferences, the bill was redrawn, passed by the Senate 
some days ago and now reported to the House. Mr. 
Mann admits that the bill might be improved on, but 
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as it is agreeable to all parties in its present form, the 
committee believes it desirable that it pass. 

In a speech in the Senate Tuesday, Senator Depew 
(N. ¥.) defended the rai!troad men in public life, saying: 


“There is a vast emount of humbig about this 
talk of the interests. I nave been a conspicuous victim 
of it. I have been mosi of my life in the railway 


service, and also active in public affairs. I am proud 
of the fact that while president of the then greatest 
railroad in the country my state unanimously presented 
me for president of the United States in the national 
convention. I decided never to sever nor deny my 
business associations. It is an insult to the 2,000,000 
men who are in the railway service for one of them to 
admit directly or indirectly that it is impossible for 
a railway man to serve the public as well as a farmer, 
or a manufacturer, or a lawyer, or a merchant, or a 
doctor, or a minister, or a mechanic. I have found no 
difficul*y in serving in the Senate under the administrations 
of President McKinley, President Roosevelt and President 
Taft, in supporting, by voice and vote, every administra- 
tion measure of President McKinley, President Roose 
velt and President Taft. As a matter of fact, the 
railway man in the public service is uncommonly anx- 
ious to prove that the interests of his 
the people, are his paramount duty. 
that it has never been considered any discredit for 
a member of Congress who is either a manufacturer, 
a miner, a farmer, or an importing merchant to actively 
labor for such modifications of a tariff bill as may be 
in the interests of the business or occupation to which 
he belongs, or a labor member to work for labor legis 
lation.” 

On Monday the Senate judiciary committee favor- 
ably reported to the Senate for confirmation Judges 
Robert W. Archbald of Pennsylvania, John BE. Carland 
of South Dakota and Julian W. Mack of Illinois, as 
circuit judges and judges of the new Commerce Court. 
The nomination of Judge Hunt for the court was with- 
held for confirmation, but not entirely rejected, be 
cause of charges filed by settlers of Montana, alleging 
he favored copper companies in suits brought against 
them for damages to their land, while district judge 
of Montana. It is understood that President Taft will 
not withdraw the appointment, although the opposi- 
tion in the committee on judiciary seems too pronounced 
to be overcome at this time. The court will be organ- 
ized with four judges, and if Judge Hunt is not co?- 
firmed, it is intimated the President will give him 4 
recess appontment after Congress adjourns. 

A reorganization of the Senate committee on it 
terstate and foreign commerce is not likely at this 
session. Senator Cullom will remain as acting chairman 
and the reorganization will not take place until the 
new Congress convenes. 


constituents, 
But we all know 


By a vote of 9 to 6 the House committee on indus 
trial arts and expositions has voted in favor of the 
holding of the Panama Canal Exposition at New Orleans, 
La. 


Senator Jones (Wash.) has an amendment to the 
ocean mail subsidy bill limiting the subsidy to vessels 
built after the passage of the measure. 

(W. Va.) has introduced a Dill 
lands on the western 


Senator Elkins 
granting right-of-way through 
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bank of the Monongahela River, West Virginia, to the 
Buckhannon & Northern Railroad. 

Representative Stanley (Ky.) appeared before the 
House committee on rules Monday and urged a report 
on his resolution providing for an investigation of the 
Steel Trust. It was a purely legal argument. The com- 
mittee took no action. 

Senator Simmons (N. C.) has introduced a bill pay- 
ing a claim of $400 to the Atlantic Coast Line, successor 
to the Savannah, Florida & Western Railway, arising 
out of underpayment for freight shipments by the War 
Department in 1898 from Columbia, Tenn., to Florida 


points. The claim is now barred by the statute of 
limitations, but has been passed on by the Court of 
Claims. 


Employes of the Union Pacific Railway in Kansas 
have petitioned Congress, through Representative Cal- 
derhead of that state, in favor of the increase in rail- 
road rates. 

Representative Carlin (Va.) has introduced a bill 
paying a claim of $2,900 of the Southern Railway Com- 
pany, passed on by the Court of Claims, but barred 
by the statute of limitations, for deductions made from 
their pay for the transportation of mails from the es- 
tablishment of its predecessor, the East Tennessee, 
Virginia & Georgia Railway, on account of a land grant 
erroneously assumed to exist between Jacksonville and 
Patona, Ala. 

At a special meeting Tuesday the ways and means 
committee, with but one absentee, unanimously author- 
ized Chairman Payne to report a tariff board of five 
members appointed by the President, instead of the 
tariff commission bill. The bill follows the line of one 
previously given in this correspondence, authorizing the 
board to investigate all phases of the tariff and report 
to the President and Congress. 

Representative Humphrey (Wash.) has introduced a 

resolution for the appointment of a committee of 
five senators and seven representatives to make a com- 
plete investigation of the methods and practices of the 
various lines of ships, both American and foreign, en- 
gaged in the over-sea or foreign commerce, and of Amer- 
ican ships and railroads engaged in, or in any manner 
interested in or controlling, the coastwise trade. The 
committee is to investigate their alleged pools, combi- 
nations or agreements, by which rebates, special rates 
or special privileges or preferences are given for the 
purpose of fixing freight and passenger rates and pre- 
venting and destroying competition. The committee is 
also to investigate what vessels are subsidized and to 
what extent ship lines and companies in the foreign, 
coastwise or inland commerce are owned or controlled by 
tailway companies or by the same interests and persons 
owning or controlling railway companies. The commit- 
tee is to report whether these practices of the foreign 
lines are violative of commercial treaties and what effect 
they have had on commerce and freight rates in the 
United States foreign and domestic trade. 

Before the Olcott committee, which is investigating 
charges of corrupt practices in connection with ship- 
subsidy legislation, A. W. Dodsworth, business manager 
of the New York Journal of Commerce, testified that 
about six years ago his publication was offered $100,000 
to support a subsidy bill. He did not know the man 
Who made the offer nor has he since discovered his 
identity. Two years ago another unknown party offered 


joint 
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$45,000 for the same purpose. The Journal of Com- 
merce has always actively opposed a ship-subsidy bill. 

Senator Oliver (Pa.) has introduced a bill extending 
the time for the construction of the Valdez, Marshall 
Pass & Northern Railroad in Alaska. It is proposed to 
extend the time until eighteen months after the approval 
of laws by Congress for the mining and transportation 
of coal in Alaska. 

The legislative, executive and judicial appropriation 
bill now being considered by the Senate contains the fol- 
lowing appropriations: 

Division of railway mail service, Postoffice Depart- 
ment, $40,300. United States Commerce Court, expense 
allowance for judges at $1,500 each, $7,500; clerk, $4,000; 
deputy clerk, $2,500; marshal, $3,000; deputy marshal, 
$2,500; rent of quarters, Washington and elsewhere, 
furniture, traveling expenses, books, stationery, printing 
and binding, miscellaneous expenses, $75,000; total, 
$94,500. 


STEVENS BILL OF LADING. 


No action on the Stevens bill-of-lading measure was 
taken by the Senate interstate commerce committee 
Monday. In response to a request of Phelan Beale of 
New York, attorney for the American Bankers’ Asso- 
ciation and the Bremen (Germany) Cotton Exchange, 
for a hearing, a meeting was called for Monday. Only 
four senators were present, not a quorum, and as no 
interests put in appearance, Acting Chairman Cullom 
deferred further proceedings. 


RAILWAY MAIL SERVICE. 


After three hours’ additional debate, the House on 
Monday disposed of the mooted question of steel postal 
cars by adopting amendments offered by Chairman 
Weeks, to the postoffice appropriation bill, that on 
July 1, 1916, all railway postal cars shall be of steel, 
and that hereafter no part of the appropriation for the 
railway postal car service shall be paid for the rental 
of any wooden mail cars placed in any train composed 
partly of steel cars unless such wooden mail cars are 
behind all such steel cars. After July 1, 1916, the post- 
master-general is not to approve or allow the use, or 
to rent, from any railway postal cars not constructed 
of steel or other non-combustible material. 

According to a report to Congress by Postmaster- 
General Hitchcock, 52 steel postal cars were built dur- 
ing the last fiscal year; 120 were under construction 
and 60 mail compartment cars were being built. 

Senator Penrose (Pa.), chairman of the postal com- 
mittee, has introduced a bill appropriating $100,000 to 
enable the postmaster-general to ascertain and report at 
the next session of Congress the lowest rates of postage 
at which the department can carry parcels by mail with- 
out loss, not exceeding eleven pounds in weight, “with a 
view to the establishment of a general parcels post.” 

Second Assistant Postmaster-General Stewart told 
the House postoffice committee that the annual rate 
on July 1 last of the cost of inland transportation of 
mail by railroad routes was $46,060,569. The result 
of the weighing in the fourth section was to increase 
the compensation of that section $1,538,966. The third 
contract section is to be weighed this spring, the rate 
of pay for which is slightly over 16 million dollars. 
Mr. Stewart said he was estimating slightly below the 
normal increase for the last four years, when the in- 
crease was 17 per cent. He estimates it will be 
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slightly under a 16 per 
579,753. 

Representative Stafford (Wis.) asked what was the 
result of the action of Congress last session reducing 


cent increase, or about $2,- 


railway mail pay on land-grant roads. Mr. Stewart 
said there was a reduction of $47,190 a year. It would 
cost $165,274 to weigh a section this year. Chairman 


Weeks asked if the information being obtained from 
the railroads, in regard to cost, would furnish reason 
to change the method of determining tte rate of pay 
to railroads. Mr. Stewart said it would furnish a 
space basis, something which was not heretofore had. 
He thought it would furnish information unen which a 
new plan could be determined. 

Representative Smith (Cal.) asked what was the 
attitude of the department toward the basis of railroad 
pay. Mr. Stewart said there was no declared general 
attitude. The attitude of the officers individually was 
to fairly consider any basis which would bring about 
a proper result. None of the officers was committed 
to a weight or a space basis. In further reply to Mr. 
Smith, he said the average cost per ton-mile for rail- 
road transportation for the entire service is 9.88 cents. 
Including car pay, it would be 10.95 cents. Mr. Lloyd 
(Mo.) said the railroads had given the Interstate Com- 
merce Commission the cost per ton-mile for handling 
freight, but had not given to the postoffice the cost 
for handling mail. Mr. Stafford (Wis.) asked if the 
department could not find what proportion of mail 
earried by the railroad is in.the railway postal cars and 
in storage cars. “That is important,” said Mr. Smith 
(Cal.). It seemed to him that in the storage-car busi- 
ness that could be reckoned as a matter of weight 
and paid by the ton-mile, taking into account the accel- 
erated service. During the summer he rode in the 
railway postal cars, and “nothing struck me so much as 
the absurdity of reckoning the value of the service 
by weight of the mail which lay in one end of the car.” 
Mr. Stafford said 500 pounds to the car is away below 
the average amount carried in postal cars, because 
statistics have been obtained by the department show- 
ing the weight is between 1,500 and 2,000 pounds. 
Mr. Stewart agreed with Mr. Stafford. 

“Has the matter been taken up with the rai!'road 
people to see if they would co-operate in finding an- 
other basis for estimating the railway mail pay?’ asked 
Mr. Smith. 

Mr. Stewart said no systematic effort to arrive at 
a basis has ben made by conference with railroad 
people. but some had expressed an opinion. Some 
were of the view that the space is the better and 
more correct basis. The present inquiry was toward 
the space basis. The railroads would be entitled to 
some rent for the apartment cars. 

“Is the present rate of mail pay too high or too 
low?” asked Mr. Smith. 

“I do not think anybody is in a position to venture 
an opinion on that at present,” replied Mr. Stewart. 
“We will know, however, when we get through with 
the inquiry. That is, we will have something to judge 
by. We can then tell how much the company is making 
on their express, passenger, and mail business, and 
compare those different profits. If you are prepared 
to say that they should not receive anything more for 
mail than for passenger or express, then you can 
express an opinion on it.’ 
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“Measuring one coach by the other?” 
Smith. 


asked Mr. 


“No, measuring one service by the other,” Mr, 
Stewart replied. 

Mr. Finley thought the short-line railroads were 
not paid enough, and Mr. Stewart said that was the 
general opinion, but there were exceptions. He said 
there were short lines where the expense of the side 
and terminal service was so considerable that they 
made very little out of it. But where these conditions 
did not exist he thought the pay on the short lines 
was very good. In reply to Mr. Finley, further, Mr. 
Stewart said a raise to the short-line roads on a space 
basis would help the apartment-car lines. 

Mr. Stewart said that on June 30 last there were 
124 all-steel postal cars and 41 cars with steel under. 
frames. It is the disposition of the railroads to supply 
steel cars. 

On a point of order that it was new legislation, made 
by Representative Lamb (Va.), the provision in the post- 
Office appropriation bill in respect to weighing the mails 
was stricken out in the House. This provision was: 
“When, after a weighing of the mails for the purpose of 
readjusting the compensation for their transportation on 
a railroad route, mails are diverted therefrom or thereto, 
the postmaster-general may, in his discretion, ascertain 
the effect of such diversion by a weighing of such mails 
for such number of successive working days as he may 
determine, and have the weights stated and verified to 
him as in other cases, and readjust the compensation on 
the routes affected accordingly. Provided, that no read- 
justment shall be made unless the diverted mails equal 
at least ten per cent of the average daily weight on any 
of the routes affected. Provided further, that the cost to 
the government shall not be increased by such readjust- 
ment.” 

Chairman Weeks explained that it was in line with 
good administration. Frequently during a four years’ 
term for which a railroad had a contract to carry mail, 
certain portions of it were transferred to some other 
line, and the line to which it is transferred cannot re- 
ceive any pay for it unless the department has authority 
to reweigh and give it credit for the mails it is 
carrying. There had been cases where the transfer from 
one line to another amounted to as much as 25 per cen! 
of the total mail carried by the road having the original 
contract. The pay continued to the road having the 
original contract, and the road actually handling the 
business received no additional pay. He said the pro 
posed change would not add to the expense, as it simply 
provided that the money shall be paid to the railroad do- 
ing the work. Mr. Lamb said the provision would work 
a hardship and injustice to many of the carriers and 
would also lodge authority in the department that it 
ought not to have. It would work an injustice to the 
road when the department could call for a weighing at 
any time and reweigh these mails, which were fixed at 2 
period of four years. The law had worked well and it 
should continue. Mr. Weeks admitted it was subject 
to a point of order and it was stricken out. The bill was 
thereafter passed with no more debate on matters affect 
ing the transportation of the mails. The provision may 
be reinserted in the Senate. 


DEPARTMENT OF JUSTICE. 


Attorney-General Wickersham has a weapon in re 
serve for use in anti-trust proceedings. He has bee? 
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prosecuting civilly and criminally, but the department 
has in mind that clause of the Sherman act that gives 
the government the right to seize goods in transit, and 
proceed to their condemnation and forfeiture. Only 
once has this section been invoked, when some cigarettes 
were seized in Norfolk, Va. That case has been al- 
lowed to lie dormant pending the decision of the Su- 
preme Court in the American Tobacco Company’s case, 
but the department is not unmindful of the broad au- 
thority conferred on it by the law. The section in 
question reads: Sec. 6. Any property owned under 
any contract or by any combination, or pursuant to 
any conspiracy (and being the subject thereof) men- 
tioned in Section one of this act, and being in the 
course of transportation from one state to another, or 
to a foreign country, shall be forfeited to the United 
States, and may be seized and condemned by like pro- 
ceedings as those provided by law for the forfeiture, 
seizure and condemnation of property imported into 
the United States contrary to law. 

It is understood that Attorney-General Wickersham 
is now going over the government’s complaint in the 
contemplated proceedings against the electrical trust 
and that suit will soon be instituted against one or 
more of the several combinations charged with con- 
trolling the business. Everything is ready for proceed- 
ings aS soon as he gives the word. 


MERCHANT MARINE CONGRESS. 


The National Merchants’ Marine Congress was in 
session in Washington this week. It was called by the 
special committee of one hundred of the National 
Association of Manufacturers for the purpose of adding 
weight to the movement for the mail subvention Dill. 
Addresses were delivered by Representatives Humphrey 
(Wash.), Hobson (Ala.), Bartlett (Ngv.), President John 
Kirby, Jr., Representative Green (Mass.), Governor San- 
ders (La.) and many others. Resolutions were adopted 
favoring legislation at this session. President Taft re- 
ceived the members at the White House and expressed 
himself as emphatically in favor of this legislation. 


SLEEPING CAR CERTIFICATES. 


A decision of the Division of Militia Affairs says 
that the quartermaster’s department of the army has 
no certificate to be furnished by railroad companies 
furnishing sleeping-car service with reference to the 
number of persons furnished berths, except the cer- 
tificate which appears at the’bottom of the transporta- 
tion request issued for such service, which is to be 
Signed by the person securing the accommodations. No 
Separate certificate is required in connection with the 


settlement of accounts for sleeping-car service, except 


that any change in the number called for when the 
Tequest is issued and that actually furnished by the 
railroad is noted on the back of the transportation 
request issued for the service. 


MATCH MAKERS HEARD. 


Several hearings have been given by the ways and 
means committee on bills designed to prevent the use 
of white or yellow phosphorus in the manufacture of 
Matches. It is claimed that employes are subject to 
Phosphorus necrosis, commonly known as phossy jaw. 
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The Diamond Match Company has turned over to a com- 
mittee, consisting of Jackson H. Ralston of Washington, 
counsel for the American Federation of Labor; Prof. E. 
R. A. Seligman of Columbia University, and Labor Com- 
missioner Charles P. Neill, the formula for the manu- 
facture of matches by the sesquisulphide process, and has 
effected agreements with all the so-called independent 
manufacturers, with one exception, under which the latter 
can manufacture by this process on the payment of a 
pro rata share of the expense of the formula which was 
purchased by the Diamond Match Company some years 
ago from French chemists. John T. Huner of Evergreen, 
L. I., who is said to be the only independent who has re- 
fused to sign the agreement, is opposing the bills on the 
ground that there is no danger from necrosis if proper 
precautions are taken, that it will increase the price of 
matches and result in inferiority of the product, and that 
the match company will control the output through its 
agreement. President Taft has recommended the legisla- 
tion and it is likely a bill will be reported, though it may 
fail, owing to the lateness of the session. The bills pro- 
vide for internal revenue taxes on the manufacture of 
white phosphorus matches and on the output. 


THE DEMOCRATIC CAUCUS. 


At a caucus of the Democratic members of the next, 
House, held last week, Rep. Champ Clark (Mo.) was 
unanimously favored for speaker of the next House; the 
Democratic members of the next ways and means commit- 
tee were selected and authorized to arrange the member- 
ship of the other committees with the understanding that 
members of the ways and means committee should not 
serve on other committees. They were authorized to sit 
during the summer and prepare tariff legislation for early 
action. 

The action of the caucus is taken as indicating that 
President Taft’s plan for a tariff commission which shall 
consider the revision of the tariff by schedules and be en- 
dowed with considerable power will meet with vigorous 
opposition from the Democrats, who have thus shown that 
they prefer to deal with the tariff through their chosez 
representatives, 

The committee, says Chairman Underwood (Ala.), will 
spend a great part of the summer in study and investiga- 
tion and in working out a bill to be submitted to Congress 
next December. The committee is in favor of revision by 
schedules, and the revision would be downward along the 
lines of the Democratic principles, tariff for revenue only. 


FOREIGN COMMERCE IN 1910. 


The bureau of statistics of the Department of Com- 
merce and Labor has completed its tabulation of the 
condition of the foreign commerce of the United States. 
The tabulation shows that during the calendar year 1910 
there was a slight increase in the exports to Europe 
and a very marked gain in those to North and South 
America. The exports to Europe were $1,193,000,000 in 
1910 as against $1,170,000,000 in 1909. 

Our imports were also much in excess of those of 
1909. One of the most interesting features of the sta- 
tistics is that for the first time our exports to South 
America exceeded $100,000,000. The exports to South 
America in 1910 were 250 per cent greater than they 
were ten years ago, showing that trade with that sec- 
tion of the world has been steadily increasing. 
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cipal countries during the calendar year 1910: 


The following table shows the trade with the prin- 
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WASHINGTON NOTES. 


The first steamship flying the American flag to 
enter the port of Buenos Aires in twenty years sailed 
into that port on the 7th of last month. It carried 
a cargo of 18,000 tons. The Buenos Aires newspapers 
commented at length on the arrival of the steamer, 
commenting on the fact that it had made the trip 
from New York to Montevideo in twenty days. 

The Isthmian Canal Commission calls attention to 
the increase in traffic over the Panama Railroad since 
the establishment of the California & Atlantic Steam- 
Ship line. The increase in tonnage over the road for 
the month of November over the same month in 1909 
was about 14,000 tons. It is claimed that the improved 
steamship service has resulted in some instances in 
transporting freight more rapidly by the Panama Rail- 
road than by the railroads across the continent. The 
time of transit is from 20 to 30 days. 

The new postal station in the Northwestern Depot 
at Chicago is equipped with a new device for the more 
rapid handling of the mail. The mail sacks from an 
arriving car are dumped on a belt-conveyor laid be- 
tween the tracks and carried to the distributing table 
in the postal station without further handling. A new 
labor-saving device for hauling mails has been installed 
by the Pennsylvania Railroad Company in its new 
terminal station at New York. All such devices are 
established by the railroad companies at their own 
expense and not at the expense of the government. 
The companies have to deliver all mails to the post 
office, or to wagons that haul it to the post office, 
and have to handle at their own cost all mail placed 
on the platform of the stations. 

The Congress of Panama has passed a bill to 
provide for the construction of the Panama-David Rail- 
road. It will be a narrow-gauge road, 350 miles in 
length. The cost of the road is not to exceed $10,000,- 
000, and bids will soon be advertised for. 


The Republican Progressive League has been organ- 
ized here with Senator Bourne (Ore.) as president; Rep- 
resentative Norris (Neb.), first vice-president, and others 
as committeemen. The new organization is the out- 
growth of the movement which at one time took the 
form of the so-called Peoples’ Lobby and is backed 
largely by the same magazines and magazine writers who 
floated that institution. The Peoples’ Lobby disappeared 
from sight some years ago, being partially succeeded by 
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Collier’s Congressional Information Bureau. The Pro. 
gressive League announces that the popular will has 
been thwaried in legislation, a condition which it pro- 
poses to remedy. 

The Department of Commerce and Labor is receiving 
some information in regard to passenger rates on the 
railroads of Europe. They seem to be higher than those 
charged in this country, except in Germany. The rates 
in Belgium are, per mile, 3 cents first class, 2 cents sec- 
ond class and 1 cent third class. In Germany the aver. 
age rate is 2.7 cents, 1.7 and 1 cent, respectively, for first, 
second and third class, and in France 3.1, 2.3 and 15 
cents, respectively. The highest rates are in England, 
which range from 4 cents to 5.8 cents per mile for first 
class to 3.7 second class and 1.9 to 2.9 third class. 

A sweeping investigation will be made into the im- 
ports of Cuban tobacco to discover if there is any rem- 
edy for the present situation under which the govern- 
ment is losing millions of dollars annually through the 
importation of Cuban wrapper tobacco as filler tobacco, 
there being a difference of $1.20 per pound in the duty. 


Wind Up Western Argument 





Washington, D. C., January 27.—After nineteen and 
a half hours of argument in four days, the Interstate 
Commerce Commission at 5 o’clock last Thursday after- 
noon ended the long contention between the shippers and 
the railroads over the proposed increase in freight rates, 
and took the matter under advisement. The testimony 
taken during the extended hearings covers more than 
five thousand typewritten pages, while the arguments 
of counsel will occupy nearly as many. By the voluntary 
action of the roads the time of taking effect of the schedules 
has been postponed until March 15, by which time the 
Commission hopes to be ready with its decision. It is 
thought the decision will be made public by the first of 
March. in order that all concerned can shape matters 
before the 15th. 

Clifford Thorne, speaking for the live stock and 
grain producers of the Northwest, among other things 
said: 

“These companies are the sellers of transportation; 
we are the purchasers. It is to their interest to charge 
just as high rates as they can, so that it does not inter- 
fere with general business activity. And, upon the other 
hand, it is to our interest to secure these services just 
as cheaply as we can, within reason, so that it does not 
interfere with railroad activity and growth. They want 
high rates; we want low rates. There is nothing dis 
henest about this. It is simply a business proposition. 
They are the sellers and we are the purchasers. 

“As to the amount of compensation they shall receive 
for what they have to sell, our interests and their inter- 
ests are diametrically opposed to each other; and, i2 
dealing with this question, we might just as well drop 
ali sentimental gush and get down to business. In this 
discussion of vast, huge issues, involving sums of money 
almost beyond our comprehension, we must keep our feet 
squarely on the ground and exercise the same common 
horse sense we use in other affairs. There is little differ 
ence, except in size. At the same time, we must be 
broad-gauged. You are not deciding for only one or tW° 
persons, for only a day; but you are acting for a nation, 
and perhaps for a generation. 

“The railway companies of the East and the West 
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have rested their claims in this case upon the proposition 
that they are entitled to more revenue. The question 
about the adequacy of their revenue is squarely before 
you. 

“The Supreme Court has stated in positive, unquali- 
fied terms that the basis of all calculations concerning the 
reasonableness of rates shall be the present value of the 
properties devoted to the public service. 

“This is the first time the revenues of these carriers, 
whose properties extend across the continent, have ever 
been in issue. You cannot determine this question whether 
their earnings are adequate until you have the correct 
basis to start with. And the carriers have totally failed 
to furnish the basis facts for any such consideration. 

“The Supreme Court has specifically stated that, 
while capitalization should be considered, yet it is not 
the correct basis, 

“If you permit a slight increase in either Official 
Classification territory or Western territory these two 
far-reaching consequences will follow: 

“First, the schedule of January 1, 1910, will be 
adopted as a reasonable schedule, without ever having 
made an actual investigation of that issue based upon 
the factors required by law. 

“Second, the present capitalization of these companies 
will be accepted as representing their value. 

“The American people are not ready for you to decide 
either one of these great questions until you have investi- 
gated those facts which we have stated, though the 
decisions of our Supreme Court are necessary as a basis 
for your computations. 


“The only reasonable objection which can be offered 
te the refusal to put these rates in, until the necessary 
facts are furnished you, is the possibility of a crisis in 
railroading demanding immediate action. There is no evi- 
dence in this entire record that there is any such crisis 
to-day in the business of our railroad companies. I have 
compiled the figures representing the net earnings of 
American railways during the past 20 years, and after 
subtracting all operating expenses and al] taxes, I find that 
for the year ending June 30, 1910, the American railways 
had a net income amounting to over $70,000,000 greater 
than ever before in their entire history. It is interesting 
and instructive to learn new methods of economy in opera- 
tion, but it is not necessary for the railways to revolu- 
tionize their methods of operation. 


“Even under present conditions, we find this remark- 
able increase in net earnings which I have just stated. I 
find that the net earnings of American railways have 
not only increased in gross, but they have increased for 
every train hauled one mile, and for every mile of rail- 
road. The net revenue per train mile in 1909 was 25 per 
cent greater than in 1900, and over 50 per cent greater 
than in 1890. The net revenue per mile of line in 1910 
Was 45 per cent greater than in 1900, and over 73 per 
cent greater than in 1890. 


“Notwithstanding large issues of capital stock during 
the past decade, we find that the dividends of American 
railways have increased much more rapidly than has 
their capital stock. In 1909 the total stock in the country 
Was 31 per cent greater than in 1900, while in 1909 the 
dividends paid were 129 per cent greater than in 1900. 
The facts I have stated are all in this record, uncontra- 
dicted and unquestioned.’ 


Commissioner Prouty asked Mr. Thorne whether the 
fact, that the C., B. & Q. road was not earning a fair return 
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on its capital entitled it to the increase. Mr. Thorne did 
not give a direct reply, saying that terminals were entitled 
to only a 2% per cent return and that the value should be 
determined by a disinterested party. 

Counsel Seevers, for the lowa Central and Minneapolis 
& St. Paul roads, made a brief reply to Mr. Thorne, criticiz- 
ing him for appearing in behalf of the shippers, while at 
the same time being a member of the Iowa railroad com- 
mission. “He speaks here for the client and elsewhere for 
the public,” said Mr. Seevers. He asked the Commission 
to treat the weak roads fairly and not to take seriously 
Mr. Thorne’s statements that the weak lines should be 
absorbed or thrown to the scrap pile. 

That the question to be determined by the Commission 
was one of statesmanship and not of law was the declara- 
tion of C. C. Wright, counsel for the Chicago & North- 
western Railroad. It could not be measured by the return 
on the value of the property. He said there was a zone of 
reasonableness of rates and the Commission was not to 
determine a specific rate or a specific valuation. The value 
of rates was but one consideration and not the most im- 
portant. Rates could not be adjusted on revenue. The 
Commission had only a “restraining” and not a “fixing” 
power on rates. The Commission was to determine what 
was the “extortionate line” in rates. If the rates were 
not excessive the Commission ought not to interfere. He 
held that if commerce was freely distributed, industries 
were prosperous, and the country was developing, then the 
rates were not excessive. When the products of one state 
were in competition with those of another, he said there 
Was no excessiveness of rates. The Commission must 
determine the question on this basis. If the rates will build 
up the country and give equal prosperity the rates were 
not excessive. Figures as to valuation were important on!ly 
as showing that there is no excessive return on the value of 
the property. He pointed out that in decisions of the 
Commission the freedom of commerce had been the test 
of the reasonableness cf rates. The Commission’s power 
was only to determine whether the rates were excessive: 
The Commission could solve the question without forcing 
the weak roads out. 

Commissioner Clark asked if it was the plan of the 
Chicago & Northwestern to constantly advance rates. 


“No, there is no general or steady plan to increase 
rates,” Mr. Wright answered. The rates were changed to 
meet conditions, and sometimes went up and down. He 
said there must be flexibility of rates and that there was a 
zone of reasonableness in which the roads must be left 
with a free hand. “‘Reasonableness is not a definite fixed 
line, but a zone,” he said. 

Mr. Thorne interrupted to say that the testimony in 
the case showed that there was a fixed purpose of the road 
to increase rates. 


“No, no, no,” shouted a chorus of railroad lawyers. 

Counsel T. J. Norton of the Santa Fe Railroad Com- 
pany followed, saying that railroad rates had never been 
high enough during the rate regulation period. He said 
there was an absolute need of money by the carriers. The 
road had made an elaborate showing of its shortness of 
money. He declared the road had never paid a fair return 
to the stockholders in comparison with the value of the 
service. Money was not wasted. It had put into operation 
the bonus system, but it was still short. “This fact towers 
above all things and surpasses the analyses made by those 
with microscopes and apothecary glasses,” he said. “If we 


have proved we are earning inadequately and the rates are 
too low, the rates may be properly increased.” 


The ques- 
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tion was what the traffic would bear, what the country 
needs and what the carriers need, facts which had been 
disregarded by the shippers, “who have carefully refrained 
from making a case. They have given no light on the 
subject.”” He said the company had never paid 6 per cent. 
He said a successful business ought to pay 12% per cent. 
All others were making 15 per cent and the railroads had a 
right to make 15, 20 or 25 per cent if they do not extort. 
He argued that regulation was not to bring a fair return. 
The Commission had no right to say that the carriers could 
earn only 6 per cent. He also discussed the labor situa- 
tion, saying nobody ought to work for less than $2 a day. 
“Shall we scrimp and save and economize, as we have in 
the past, at the expense of those who are depending on us 
for a good living?” he asked. “No shipper has any right to 
railroad rates that do not permit us to pay people in our 
employ an adequate compensation. There is plenty in this 
country for all. We need more help, and abundance of it.” 
The question to be decided was what was to be done with 
the carriers, at heavy expense and subject to what the 
shippers will pay. He said that the railroads were facing 
government ownership. “I stand aghast at it,” he said. 
“We stand at bay.” If the decision favored the road and 
proved to be unfair it could be altered in time, but if it was 
adverse it would be ‘a disaster to the industrial interests 
of the country.’” 

In reply to Commissioner Lane, Mr. Norton said that 
even if the roads did not need the money the rates ought 
to be increased. 

“What have you done with the money?” asked Mr. 
Cowan. 

“We have not eaten it, spent it or drank it, and have 
not got it,” replied Mr. Norton. 

Counsel W. F. Dickinson of the Rock Island Railroad 
said that the advanced rates were on manufactured articles 
principally, and more properly should be on the class basis. 
They were put on the same basis from which they had 
been removed. They did not apply to articles of necessity, 
such as wearing apparel and food. They would not be a 
burden on the consumer. He thought the increases were 
liberal. He said the old rates were preferential and had 
been driven from the class basis by shippers and competi- 
tion. 

“T see the force of that argument,” said Commissioner 
Lane. “Upon that theory, then, you can justify raising 
every rate you have reduced in competition wherever it is 
possible to advance commodity rates to the class basis.” 

Mr. Dickinson said it would depend on conditions. 
Where competition had been undue and brought about the 
lowering of the rates there was the right and duty of 
the Commission to allow them to be raised to their normal 
basis. 

Mr. Nay, comptroller of the Rock Island system, spoke 
briefly, explaining the new system of accounting and clear- 
ing up a disputed point as to the surplus account, which 
was unlike the surplus of a bank, he said. The difference 
between the surplus account of the railroad and the bank 
was that the former was the difference between the total 
assets and liabilities. 


The next attorney to argue was L. H. Alexander, 
counsel of the Chicago & Alton Railroad. He said the 
railroads were facing an unknown future. “The operat- 
ing men do not know which way to turn, and the investor 
does not know whether his capital is to be swept away,” 
he said. This condition was brought about by the changed 
attitude of the railroads before the Commission. “The 
railroads are. at the feet of the Commission, pleading for 
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their life,’ he continued. As to “scientific management,” 
he declared that “fact” was more important than “ethics.” 
He declared that “scientific management is a lash that 
will drive labor, and they will not stand for it.” He said 
that there was a misconception as to the power to regu- 
late rates. The sole power of regulation must be based 
on the~-fact that the railroad is conserving the public 
interest and handling the traffic. Continuing, he said: 
“The Commission faces not only mixed judicial, legisla- 
tive and administrative questions, but fundamental ques- 
tions of statesmanship. The future of the country depends 
on the growth of transportation facilities, to keep pace 
with our progress as a nation. The country is confronted 
with problems which will be controlled by the decision 
in this case. If in less than 100 years our population 
exceeds 500,000,000, what are we to do if the Commission 
does not fix right principles in this case? The effect will 
not be for to-day, but for the future. The value of the 
service is the essential factor on which to decide the 
case. It is not to interfere with the capital flowing into 
the railways. Capital necessarily seeks the avenue where 
the profit is largest.” 


Mr. Alexander pointed out that the return on manu- 
factures and agriculture was greater than that on rail- 
roads, saying agriculture yielded a return of $98 on the 
$1,000, and railroads only $44. He said there was great 
danger in giving a wrong trend to the railway situation. 
He pointed out that national and state banks were not 
restrained from making large returns. 

Silas H. Strawn, also of the Chicago & Alton and the 
Great Western Railroad, pointed out that there had been 
great increases in the coal and labor items of the roads 
He said that the rates should be fixed by the carriers 
as long as there was not government ownership. He 
thought reasonable charges involved the following fea- 
tures: That goods may be moved safely and properly 
and the carrier may be fairly compensated; fair value 
of property of each carrier; risk involved in investment; 
necessity of faster and better service; meeting demands 
of labor and requirements of state laws; employers’ 
liability law; increased cost of fuel and supplies; increased 
taxes; protection against poor crops and financial panics. 
The only difference between a railroad and a corporation 
was that the railroad has the right of eminent domain, 
while the industrial interests have the patent protections 
and the tariff. The railroads should be permitted to 
earn an income to the stockholders equal to that enjoyed 
by the manufacturing interests. He pointed out that 
the Armour Packing Company last year earned 29.8 per 
cent; the International Harvester Company, 33 1-3 per 
cent; the National Carbon Company, 15 per cent; Singer 
Sewing Machine Company, 100 per cent; United Fruit 
Company, 10 per cent; Eastman Kodak Company, 35 per 
cent; Union Switch and Signal Company, 60 per cent; 
Sears-Roebuck Company, 33 1-3 per cent. 


“No shipper complains of any dividends except those 
of the railroad,” he continued. He said the railroads 
must have enough income to take care of the business 
and anticipate the future. 


Wm. Ellis of the Chicago, Milwaukee & St. Paul Rail- 
road, made the closing argument. “Let us come down 
to earth from theories to basis principles?” he said. 
He said the carriers needed more money. He explained 
diagrams he presented showing that the increase in the 
expenses of the road had been greater than the increase 
in the revenue, 
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He explained various figurs of cost of operation of 
the road, saying that the increased capacity of the car had 
been 26 per cent, and that of the load 8 per cent. 

“It is poor management, then?” suggested Commis- 
sioner Prouty. 

“No, we have been forced to it by the state commis- 
sions,” he replied. 

“Then you ought to go to the state commission for 
relief and not to the Interstate Commerce Commission,” 
said Mr. Prouty. 

Mr. Ellis said the road had larger engines and cars, 
but they did not prove productive of the economy that 
was hoped for. It cost more money to operate the road 
than the money made, he said. 

“You have exercised poor judgment in selecting the 
equipment,” said Commissioner Prouty. 

“No, we have to provide the equipment for the state 
business,” he answered. 

Continuing, he said the cost of operation had increased 
faster than the revenue. It was a question of reducing the 
two principal ccsts—labor or fuel—or “the revenue has got 
io be toned up,” he said. 

“Would not the revenue have to be toned up to cut off 
the business, as the testimony showed you had too much 
traffic?’”’ asked Mr. Lane. 

“No, that is the least evil,” he said. Continuing, Mr. 
Ellis declared that roads would profit by the suggestions 
of economy, although they had made many economies. He 
declared this was the greatest case ever tried before a 
tribunal. More dollars and human lives were involved in 
the principle to be established. The railroad managers had 
made the rates according to law, and on the only basis 
which they cculd be made. They had made the rates in 
the exercise of their best judgment. He asked the Com- 
mission to weigh carefully the effect its decision’ would 
have. The railroads were holding up matters pending the 
decision, which was not the case with the shippers. If the 
Commission withheld revenue from the railroads which 
they in all fairness, honesty and frankness had declared 
they needed, and this reasonable advance was not granted, 
the roads had no recourse and no possibility of relief. If 
the rates were upheld and they proved unreasonable they 
could be adjusted in thirty days. He pointed out the ab- 
sence of complaint by shippers in the testimony. 

Mr. Lyon asked the Commission for permission to con- 
sume the remaining ten minutes of his time, but the Com- 
mission said the case must be closed. 

Attorney Cowan also wanted to file a brief, but the 
Commission said it would lead to other briefs, and ihe case 
must therefore be closed. 


COMMISSION CONTINUES SUSPENSION. 


Washington, D. C., January 27.—The Interstate Com- 
merce Commission has issued orders further suspending 
until September 1 tariffs advancing rates to and from 
New Orleans. The original order of suspension was un- 
lil March 1, but the Commission states that it will be 
impossible to conclude a hearing before that date. The 
tariffs mentioned in the orders are Yazoo & Mississippi 
Valley-Illinois Central supplement 44 to I. C. C. No. 
%397 and that portion of supplement 40 to 3585 stating 
class rates from New Orleans to Dickerson, Friar’s 
Point, Greenville, Natchez, Rosedale, Session and Vicks- 
burg, Miss., Helena, Ark., and Memphis, Tenn. 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Con- 
tested Cases 


Rate on Glue Stock Condemned 


OPINION NO. 1465 
No. 3387. 
(20 I. C. C. Rep., 77.) 
BARR CHEMICAL WORKS 
vs. 
PHILADELPHIA & READING 
ET AL, 


Submitted October 17, 1910. Decided January 13, 1911. 


1. The fifth class import rate of 27 cents per 100 pounds applied 
to the shipment of glue stock from Boston to Chicago 
found unreasonable to the extent that it exceeded the 
sixth class domestic rate of 24 cents per 100 pounds. The 
rate for the transportation of said article between such 
points should not exceed for the future the rate simul- 
taneously in effect on “fleshings, tanner’s, or slaughter 
house offal, and wet hide trimmings, carload,’’ between 
the same points. Reparation awarded. 

2. On account of nonjoinder of certain carriers complaint as 
to shipment of glue stock from Philadelphia to Gowanda 
is dismissed without prejudice, 


RAILWAY COMPANY 


Albert Stebbins for complainant. 

E. C. Martin for Grand Trunk Railway Company of 
Canada, Grand Trunk Western Railway Company and 
Central Vermont Railway Company. 


Report of the Commission. 

CLEMENTS, Chairman: 

The complainant is the United States branch of 
a German chemical manufacturing concern styled the 
Barrer Chemische Fabrik, Barr, Elsass, having its prin- 
cipal American office in Milwaukee, Wis., and engaged 
in the business of importing and distributing glue stock 
and kindred low-grade products. The petition was filed 
on July 13, 1910, and contests the reasonableness of 
charges collected by defendants for the transportation 
of 75 bales of glue stock, weighing 31,576 pounds, from 
Philadelphia, Pa., to Gowanda, N. Y., and 173 bales of 
glue stock, weighing 38,350 pounds, from Boston, Mass., 
to Chicago, Ill. Both shipments were of foreign origin, 
the one from Philadelphia to Gowanda moving on July 
22, 1909, on which charges of $50.62 were collected, 
based on fifth-class rate of 16 cents per 100 pounds. 
This rate is alleged to be unjust and unreasonable to 
the extent that it exceeds the sixth-class rate of 13 
cents per 100 pounds applying between the same points. 
The complainant alleges that the shipment moved via 
the lines of the Philadelphia & Reading Railway Com- 
pany and the Erie Railroad Company, but inasmuch as 
the carriers named are not connecting lines it is ap- 
parent that there is a defect of parties defendant. 

The shipment of Boston to Chicago moved on May 
5, 1910, via Boston & Maine Railroad, Central Vermont 
Railway, Grand Trunk Railway of Canada, and Grand 
Trunk Western Railway, on which charges of $103.55 
were collected, based in fifth-class import rate of 27 
cents per 100 pounds. The complainant alleges that 
this rate is unreasonable to the extent that it exceeds 
the sixth-class import rate of 22 cents, and asks repara- 
tion upon that basis. 

Glue stock is a commodity of very low grade, con- 
sisting mainly of the waste of hides. It is a refuse 
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product of packing houses and tanneries, and is of 
value only for the manufacture of glue and fertilizers. 
The percentage of glue is small, ranging from 10 to 
15 per cent. The selling price does not exceed 1 to 3 


cents per pound. The fifth-class rating, which applies 
to glue stock under the Official Classification, covers 
likewise commodities of much higher grade, such as 
hides, which have a value ranging from 16 to 20 cents 
per pound, and glue, the finished product of glue stock. 
In view of the much lower value of glue stock, it is 
certainly anomalous to give it as high a rating as that 
applying on hides and glue. In apparent recognition 
of the impropriety of placing glue stock in the fifth 
class, the carriers between Chicago and the Atlantic 
seaboard have, by exceptions to the Official Classifica- 
tion, established the sixth-class rating on tannery flesh- 
ings, which are included in the general term “glue 
stock.” The tariffs also show that by exception to 
Official Classification domestic sixth class applies on 
“fleshings, tanner’s, or slaughterhouse offal, and wet 
hide trimmings, carload minimum 36,000 pounds” from 
certain eastern points, including Boston, to western 
points, including Chicago. 

It is our finding and conclusion that the fifth-class 
import rate of 27 cents applied to the shipment of glue 
stock from Boston to Chicago was unjust and unreason- 
able to the extent that it exceeded the sixth-class do- 
mestic rate of 24 cents per 100 pounds, and that for the 
future the rate for the transportation of glue stock 
from Boston to Chicago should not exceed the rate 
simultaneously in effect and applying on “fleshings, 
tanner’s, or slaughterhouse offal, and wet hide trim- 
mings, carload,” between the same points. Reparation 
will be awarded in the amount of $11.51, with interest 
from July 1, 1910. 

On account of the nonjoinder of certain of the 
carriers participating in the shipment from Philadel- 
phia, Pa., to Gowanda, N. Y., we make no finding with 
respect to the rate applying between those points. The 
complaint as to this shipment will be dismissed without 
prejudice. 

It will be ordered accordingly. 


ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., 
on the 13th day of January, A. D. 1911. 

Present: Judson C. Clements, Charles A. Prouty, 
Franklin K. Lane, Edgar E. Clark, James S. Harlan, 
Charles C. McChord, Balthasar H. Meyer, Commissioners. 

No. 3387. 
THE BARR CHEMICAL WORKS 
vs. 

PHILADELPHIA & READING RAILWAY COMPANY; 
ERIE RAILROAD COMPANY; BOSTON & MAINE 
RAILROAD; CENTRAL VERMONT RAILWAY 
COMPANY; GRAND TRUNK RAILWAY COMPANY 
OF CANADA; AND GRAND TRUNK WESTERN 
RAILWAY COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
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thereon, which said report is hereby referred to and 
made a part hereof: 
It is ordered, That defendants Boston & Maine 


Railroad, Central Vermont Railway Company, Grand 
Trunk Railway Company of Canada, and Grand Trunk 
Western Railway.-Company be, and they are hereby, 
authorized and directed, on or before the 15th day of 
March; 1911, to pay unto the complainant, the Barr 
Chemical Works, the sum of $11.51, with interest thereon 
at the rate of 6 per cent per annum from July 1, 1910, 
as reparation for an unreasonable rate charged for 
the transportation of a shipment of glue stock from 
Boston, Mass., to Chicago, Ill., which rate so charged 
has been found by this Commission to have been un- 
reasonable, as more fully and at large appears in and 
by said report of the Commission. 

It is further ordered, That as to the shipment of 
glue stock from Philadelphia, Pa., to Gowanda, N. Y., 
the complaint herein is hereby dismissed without prej- 
udice. 


Rate on Roofing Unreasonable 


OPINION NO. 1466 
No. 3303. 


(20 I. C. C. Rep., 79.) 
BARRETT MANUFACTURING COMPANY 
vs, 


CHICAGO, MILWAUKEE & ST. PAUL RAILWAY COM- 
PANY ET AL. 
Submitted October 10, 1910. Decided January 13, 1911. 
Rate of 70 cents per 100 pounds, minimum weight 30,000 pounds, 
on mixed carload shipments of building and roofing paper, 
saturated felt and building and roofing felt, other than 
wool felt, found unreasonable to the extent it exceeded 
63 cents per 100 pounds, minimum weight 40,000 pounds 
Reparation awarded. 
E. H. Poetter for complainant. 
F. C. Dillard, E. H. Wood and L. T. Wilcox for Union 
Pacific Railroad Company. 
Herbert Haase for Colorado & Southern Railway 
Company. 
Report of the Commission. 
CLEMENTS, Chairman: 


This is a petition for reparation on account of an 
alleged unlawful and unreasonable charge for the trans- 
portation of a mixed carload of building and roofing 
papers and felts, shipped on November 19, 1908, from 
Chicago, Ill., to Pueblo, Colo., via the lines of defendants. 
Complaint was filed May 26, 1910. The shipment con- 
sisted of 250 rolls of building paper, 102 rolls of deaden- 
ing felt, 38 rolls of dry felt, and 411 rolls of tarred felt, 
and the total weight was 40,800 pounds. A rate of 70 
cents per 100 pounds was collected, and complainant asks 
reparation on the basis of 63 cents per 100 pounds, which 
it claims was the rate legally in effect on mixed carload 
shipments of the commodities named. It is also alleged 
that charges were exacted on an excessive weight, but 
by agreement this allegation was stricken from the 
record. 

Complainant alleges that both dry and deadening felt 
should be classed as building or roofing paper and that 
the shipment should take the mixed carload rate of 63 
cents, applicable in the tariff to— 

Paper, building and roofing (including asbestos roofing 2nd 
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asbestos building paper), and saturated felt, carload minimum 


40,000 pounds. 


The rate assessed was under an item which pro- 
vided for— 

Paper, building and roofing (including asbestos roofing and 
asbestos building paper), and straw wrapping paper, carpet 


lining made entirely of paper, and roofing felt other than wool 
felt, straight or mixed carloads, minimum weight 30,000 pounds. 


The tariff in effect at the present time carries rate 


of 60 cents per 100 pounds, minimum weight 40,000 


pounds, on mixed carloads of all building and roofing 
papers and felts other than wool felt, and would be ap- 
plicable upon this entire shipment. 

It appears from the testimony that neither dry nor 
deadening felt is in a proper sense a wool felt, although 
containing about 5 per cent woolen rags, and that prob- 
ably 99 per cent of all dry felt is used for roofing pur- 
poses. The only difference between the two varieties is 
in weight and thickness. It appears from defendants’ 
testimony that building and roofing paper and building 
and roofing felt are practically the same thing in the 
trade, and that the grouping of these articles in the 
manner stated was purely. arbitrary. 

The tariff in effect on the date of shipment was such 
as to lead to confusion and discrimination in the appli- 
cation of different rates to similar mixed carloads. It is 
our finding and conclusion that the articles, building and 
roofing paper, and building and roofing felt other than 
woo] felt, are so nearly related and the difficulty of dis 
tinguishing between them so great that the tariff provid- 
ing more advantageous rates and combinations with 
other similar articles in mixed carloads for the former 
than for the latter was unreasonable, and therefore that 
ihe rate of 70 cents per 100 pounds, carload minimum 
30,000 pounds, was excessive and unreasonable to the 
extent it exceeded 63 cents per 100 pounds, carload min- 
imum 40,000 pounds. Reparation will be awarded in the 
sum of $28.56, with interest from December 4, 1908. Since 
the filing of complaint the carriers have established a 
mixed carload rate lower than that upon which repara- 
tion is herein based, applicable to all building and roof- 
hg papers and felts other than wool felts, and no order 
as to the future is now deemed necessary. 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 13th day of January, A. D. 1911. 

Present: Judson C. Clements, Charles A. Prouty, 
Franklin K. Lane, Edgar E. Clark, James S. Harlan, 
Charles C. McChord, Balthasar H. Meyer, Commissioners. 

No. 3303. 
BARRETT MANUFACTURING COMPANY 
vs. 

CHICAGO, MILWAUKEE &‘ST. PAUL RAILWAY COM- 
PANY; UNION PACIFIC RAILROAD COMPANY; 
AND THE COLORADO & SOUTHERN RAILWAY 
COMPANY. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof. 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed, on or be- 
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fore the 15th day of March, 1911, to pay unto the com- 
plainant, Barrett Manufacturing Company, the sum of 
$28.56, with interest thereon at the rate of 6 per cent 
per annum from December 4, 1908, as reparation for an 
unreasonable rate charged for the transportation of a 
mixed carload of building and roofing papers and felts 
from Chicago, Ill., to Pueblo, Colo., which rate so charged 
has been found by this Commission to have been un- 
reasonable, as more fully and at large appears in and 
by said report of the Commission. 


Defends Work Accomplished 


Harrisburg, Pa., January 27.—A defense of its work 
and a plea for more power is embodied in the last an- 
nual report of the state railroad commission. The 
commission says: 





“The work of this commission has been necessarily 
conducted in a judicial and therefore unobtrusive man- 
ner, and it is possible that the public has. formed an 
erroneous impression of the results and effectiveness of 
its recommendations. We are led somewhat to this 
conclusion by the repeated statements that the work of 
the commission was wholly ineffective, and this, not- 
withstanding the declaration made in our two previous 
reports that all the recommendations of the commis- 
sion have been promptly complied with. We desire to 
repeat that all the recommendations of the commission 
up to the present time, with but two recent exceptions, 
have been promptly complied with. 

“It is, however, true that in some directions we lack 
authority, and this is particularly the case with respect 
to grade crossings of highways, to which we have al- 
ready .called attention, and which defect we again ask 
to have remedied by proper legislation. 

It is also true that the act creating this commis- 
sion does not specifically designate what shall be the 
force and effect of a recommendation by this commis- 
sion, and naturally some doubt has arisen on that point. 
Heretofore the support of public sentiment has been 
relied upon as the most potent factor in securing com- 
pliance with out recommendations, but in view of the 
uncertainty referred to, as well as the general public 
impression which exists, it would, in our judgment, be 
an improvement in the act to specify just what should 
be the effect of a recommendation by this commission. 

“Tf, in the view of the public, it is so desired, the 
act could be amended to state that a finding and rec- 
ommendation made by this commission shall be equiv- 
alent to one made by a court of record of this state; 
or, if it be deemed best not to go to that extent, the 
amendment could declare that such finding and recom- 
mendation should have at least the force and effect of 
a verdict by a jury or a conclusion reached by an au- 
ditor appointed by a court. The effect of such an 
amendment as the latter would be, in case of a contest 
respecting ‘compliance with our recommendation, that 
the action by this commission would be taken as making 
out a prima facie case and throw the burden of proof 
upon the contestant, and it would seem that after this 
commission ha made an examination of a case, has 
heard the parties and their counsel, and arrived at a 
conclusion therein, that such at least should be the 
effect of its determination. 


ort. Wis 





































































in Chicago—Prominent Bankers and 
Railroad Men Heard 





Shall the government regulate the issuance of rail- 
way securities? 

This igs the question that was discussed five days this 
week at Chicako before the railroad securities commis- 
sion, appointed by President Taft under the provisions of 
the amended act to regulate commerce. President Had- 
ley of Yale heads this board and the other members are 
Frederick Strauss of New York, B. H. Meyer, recently 
appointed interstate commerce commissioner, Walter L. 
Fisher of Chicago and F. N. Judson of St. Louis. At the 
Chicago hearings, which were held at the University 
Club, three high railroad officials, two state commission- 
ers, the Commission’s statistician, a well-known publicist 
and five bankers and capitalists appeared to give the 
commission their views. The majority of the witnesses 
favored some federai supervision, some of them a strict 
control; likewise watered stock found many vigorous de- 
fenders and the no-par share its supporters. 

A full account of the hearings follows. Owing to the 
fact that there were no counsel present it was requested 
that the reporters should not mention the names of in- 
dividual commissioners questioning witnesses. 

Prof. Henry C. Adams, chief statistician of the In- 
terstate Commerce Commission, was the first witness 
ealled. He declared that government supervision over 
the issuance and sale of railroad securities was inti- 
mately related to its power to regulate rates. 

“There are three parties interested in the stock 
and bond transactions of the carriers,” said Mr. Adams. 


“The first comprises the stockholders whose desire is 
for a high valuation of investment by which returns 
may be gauged. The second is the railroad manage- 


ment, which is interested in maintaining the credit of 
the road, that new capital may be available whenever 
needed. The third is the public, and the public, which 
furnishes the capital, has an equity in the railroad 
properties just as much as either of the other two. 
It should know at all times just what cash investment 
in the railroads actually is in order that it may be 
able to determine what its own equity is.” 

He contended that neither the reproduction cost, 
nor the capitalization of a transportation company, but 
the actual cost, made the basis of deciding what is 
a reasonable return on the investment. 

“There are two phases of construction cost of a 
railroad,” he said in answer to a question put by a 
Commissioner. “One is the initial cost and the other 
is additional expense undertaken after the road has 
come into the hands of the operating company. It 
seems to me that it would be wise to have the con- 
struction accounts pass from the construction company 
to the operating company with the sale of the road. 
It frequently happens that the accounts no longer exist 
when they are needed.” 

‘Is it not the practice with railroad corporations,” 
a Commissioner asked, “to balance the amount of the 
capital stock with the tangible assets of the road?” 

“It is,” replied the statistician, “and that is what 
ought to be changed. The asset side of the balance 
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sheet under the head of tangible assets is of no value. 


The discount on the securities sold is not to be re 
garded as something to be replaced by the corporation, 
That does not mean that the discount is not to be 
recognized. It means that the cost of property should 
be regarded as-a money cost.” 

“Suppose,” came the suggestion, “that bonds for 
building have been sold at a discount.” 

“Then,” said Mr. Adams, “the discount would be 
paid out of the corporation’s income. The capital stock 
however, is not charged off. It is a permanent item, 
The point is that transactions must be on a basis of 
eash and not of credit. 

“I distinguish between the value and the cost,” 
Mr. Adams continued. “I distinguish also between a 
private enterprise and a public service corporation. In 
this matter of the public service industry you must 
recognize the public as a party. It is at least con. 
ceivable that a portion of the value is not the property 
of the corporation, but is the property of the public.” 

Asked whether the income of a road should be 
greater than a reasonable return on the actual invest: 
ment cost value of a road, if the value is less than 
the cost of construction, he replied that he thought 
it was all a question of cost. “The person who puts 
his money into railroads is treated justly when he gets 
a return upon what he puts in. 

“Aren’t you exaggerating the importance of the 
item of cost?” asked one member. “Is it not a fact 
that all regulative bodies take the value and not the 
cost as a basis to work upon? For instance, if I rent 


a house I don’t care what it costs the landlord. I pay 
a return on what it is worth.” 
“I disagree absolutely with that point of view,” 


said the statistician. “In determining the value of the 
property of a public service corporation many things 
might enter into the present value which are not the 
property of the corporation, but the property of the 
public. If the investors obtain a fair return upon the 
money actually put into the properties, it seems to me 
they should be satisfied.” 

“What basis is being considered by the Interstate 
Commerce Commission in the rate cases?” was asked. 

“The present value, and the reason is that it is 
impossible to find the cost. For the future it would 
be necessary to begin with some arbitrary figure fairly 
approximating the cost of each road, and require ac 
counts to be kept hereafter to show the actual cost.” 


Hughitt Discusses Supervision. 


Marvin Hughitt, chairman of the board of directors 
of the Chicago & Northwestern Railway Company, was 
the second witness. He declared that the railroads 
might welcome federal regulation of the securities que’ 
tion as an escape from present conflicting state statutes, 
but he felt dubious as to the benefits such regulation 
would confer on the general public. 

Eventually, he thought, either the state or the 
federal power must give way, one to the other, but in 
the meantime commercial paralysis and disaster to the 
corporations might be caused by superimposing 42 


additional federal regulation upon the already compli- 
cated state regulation. 

“Some roads are now operating in territory where 
they are under strict statutory regulation,” he said 
“I do not know to what extent there could be addi 
tions to the discipline of the present statutes without 
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resulting in what might be serious confusion and pos- 
sible disaster. 

“Whatever comes of this movement, it is to be 
hoped that as between the federal power and the state 
power the corporations will not be subjected to any 
more embarrassment than they are now laboring under 
in operating these instrumentalities of commerce under 
the jurisdiction and restraint of two authorities. 

‘Tt is manifest to the people who are students of 
the problem or who have responsible connection with 
the administration of railways that after a time, al- 
though I can’t say how long, we must anticipate that 
either one or the other of these authorities will nat- 
urally yield. It must be so. 

“Obviously, one authority to create and one to 
administer and govern would be less‘hazardous and more 
convenient, but how far the public advantage would be 
served by the concentration in the federal authority 
of all these jurisdictions exercised by the several states 
I have grave doubts. 

“Personally I am much impressed with the neces- 
sity of proceeding in this matter with as much free- 
dom from prejudice and haste as is consistent, because 
it is clear to me that the states have rights here and 
that they would cling to them tenaciously. 

“Personally I think it would free the corporation 
managers and directors from a great deal of labor to 
go to one authority for everything, but to act pre- 
cipitately in this matter of federal control into which 
you are inquiring would be to place the corporations 
in a perilous situation and cause measureless harm 
to property values and investments. 

“It would also bring to a stop, as I view the matter, 
all further enlargement of railroad facilities until the 
questions are fought out between the constitutional 
lawyers and the federal authorities in the courts. All 
this, of course, is to be avoided.” 

Mr. Hughitt said for the railroads that regulation 
within, proper limits is regarded as both necessary and 
healthful. 

“T personally doubt,” he said, however, “the advan- 
tage to the public to have the federal government go 
much further than it has gone in the control of the 
railroads. Of all the difficulties that could happen to 
us, nothing could be worse than to be left in the 
situation where we must obey or attempt to obey two 
jurisdictions; that would put the corporations 
tempt of one or the other.” 

Asked regarding the degree in which capitalization 
affects traffic and rates, Mr. Hughitt declined to express 
any views, as the question was fully presented in 
behalf of the Northwestern in the pending rate inquiry 
before the Interstate Commerce Commission. 


in con- 


During his cross-examination by various members 
of the Commission Mr. Hughitt decared that in his 
opinion the railroads had never oppressed the people 
either in rates or by stock or bond issues, citing the 
fact that thirty-nine years ago the rate per ton per mile 
for freight was 3% cents and is now 8 mills. He also 
declared that the pioneer age of railroads is now passed, 
that no more trunk line railroads will be built, as there 
is practically no more virgin territory, and that future 
Progress in railroad construction will be intensive rather 
than &xtensive. 

The last witness of the first day’s session was E. 
K. Boisot, vice-president of the First Trust & Savings 
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Bank of Chicago. 
that the end of railway building was at hand. He also 
felt that the promotion of new enterprises in the West 


Mr. Boisot disagreed with Mr. Hughitt 


would be helped by sale of securities, 
to selling at par. 


unrestricted as 


Delano Presents Views on Question. 


F. A. Delano, president of the Wabash Railroad 
Company, was the first witness at the Tuesday session. 
Mr. Delano presented the following statement: 

“1. The advisability of federal regulation of rail- 
road securities: Federal regulation of railroad securi- 
ties, as applying to corporations operating in more than 
one state, would be very much preferable to regulation 
by different states, which produces chaos. 

“2. The extent and method of regulation which is 
deemed advisable: Legislation which seeks to cover 
general principles is very much better than legislation 
which attempts to prescribe detailed methods. To my 
notion, the limit to which we can now safely go should 
be some stiffening up of the law in respect to the 
responsibility of directors for the issuance of added 
capital and sworn statements as to the funds raised 
and the disposition of those funds. 

“3-A. The advisability of federal regulation if it 
excludes similar state regulation: Federal regulation 
on the right lines—that is, if the regulation does not 
got too far in attempting to prescribe details—is de- 
cidedly advisable, and it should, if possible, take the 
place of all state regulation so far as applicable to 
corporations doing interstate business. It is a mistake 
to suppose that the law can prevent dishonesty in 
business. The most the law can do is to indicate as 
clearly as possible the proper rules of procedure and 
to make infractions of those rules readily punishable. 
Such laws as these are of advantage to all business 
men who want to conduct their business in an honest 
way, because it puts some sort of a check on dishonest 
competition. 

“3-B. The advisability of federal regulation 
is found not to exclude such state regulation: If fed- 
eral legislation is superimposed on state legislation, it 
greatly increases the difficulties, adds greatly to litiga- 
tion, and makes it more possible for dishonest corpora- 
tions to evade the law. One or the other should give 
way. 

“4. The legality of such regulation: 
lawyer, I will 
the question. 

“5. The possible advisability of limiting the issu- 
ance of capital stock at par for money or property 
of the actaul value of the par of the stock issued: 
Such a proposition would be utterly impracticable. The 
price at which securities can be sold to the investor 
depends on credit, and credit depends on a multitude 
of conditions. The older railroads of the country no 
longer have first or second mortgage bonds to sell, and 


if it 


Not 
not attempt to discuss this 


being a 
phase of 


must depend on what are usually termed ‘junior se- 
curities.’ This means special] terminal bonds, equip- 
ment bonds, consolidated mortgage bonds. Or it may 


be that they must raise their capital by selling stock. 

“The less profitable railroads—that is, the non-divi- 
dend-paying roads, which represent 37.5 per cent of 
the mileage of the United States—are compelled to 
raise money by selling bonds or notes, and these are 
usually sold (depending on the credit of the road and 
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their ability to earn a margin over fixed charges) at 
par, or considerably less. No road can sell its stock 
at par or better unless it has extraordinarily good 
credit; that is to say, unless in addition to earning 
a dividend on its stock, it earns a safe surplus over 
and above the dividends, which is either credited to 
profit and loss or put back into the property. 


“6. The sale of bonds at a discount: It is equally 
true of bonds that the price at which they may be 
sold depends on the credit of the company; that is 
to say, the evidence of ability to meet the interest 
charges and principal at maturity, the nature of the 
security behind the bonds, the rate of interest. Low- 
rate bonds sold at less than par may be less of a 
burden and wiser financing than higher rate bonds 
at par or above par. It is a matter of judgment which 
is best under any given conditions. 

“7. The sale of new stock at par to stockholders 
when old stock is selling above par in the market: 
In some states this is not permitted by law. Where 
there is no law affecting it, it appears to me that, as 
a matter of principle, there is nothing improper in 
the procedure. Some of the more profitable railroads 
of the have their stock selling on something 
like a 3 or 3% per cent basis. This has frequently 
happened in the past with roads like the following: 
The Canadian Pacific, C. B. & Q., Chicago & North- 
western, Northern Pacific, Great Northern. The only 
reason why stock would sell on a yield basis as high 
as 3 or 3% per cent when good bonds were selling 
on a basis of 4 or 4% per ‘cent, is that the stock- 
holders had the benefit of ‘rights’ to subscribe to ad- 
ditional stock at par. With a company that is de- 
veloping normally, the stockholders would get the bene- 
fits of rights about once in two years. In the absence 
of a law forbidding any such procedure, the question 
of giving stockholders the right to subscribe for stock 
selling on the market at more than par, at par, is a 
question of judgment and _ expediency. Technically, 
there is certainly nothing immoral in it. All the stock- 
holders are given an equal opportunity and the value 
of the rights is reflected in the value of the stock, and, 
therefore, in the credit of the company. 

“Recently the Illinois Central Railroad was criti- 
cized because it appeared that it had offered its stock- 
holders. stock which was paying 6 per cent dividends 
at 100, when the stock was selling on the market 
close to 150. Just what the stockholders would be 
willing to pay for the increased issue is a matter of 
judgment, but one thing is very certain—that the 
Illinois Central stock would never sell at 150 if it 
were paying 6 per cent dividends, or even 7 per cent, 
as at present, were there not just these prospects of 
rights; in other words, if the company is deprived by 
law of the privilege of giving rights to its stockholders 
in proportion to their holdings, the price of the stock 
will at once drop and the stock will sell on the basis 
of its investment yield, and nothing more. As a matter 
of technical bookkeeping, the selling of stock at par 
is perfectly justified. 


“It is proper to point out taht it is inconsistent and 
contradictory to forbid a railroad by law to issue stock 
to its stockholders at par when its market price is 
above par, and at the same time attempt to regulate and 
restrict railway earnirgs to what is sometimes termed 
the ‘legal’ return on par value. For example, in the 


country 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 







Vol. VII, No. 4 


case of stock selling at $150 per share when it was 
paying 8 per cent dividends; if the law required that 
stock should be sold at this figure, any subsequen| 
regulation which caused the road to earn less than 8 
per cent would. be confiscatory; for the very law 
which required the stock to be sold at $150 would, 
pari passu, commit government authorities to permitting 
a fair return on this investment. 


“8. The relation, if any, of capitalization to rates: 
There is practically no relation between capitalization 
and rates, save, possibly, that the relation is in the 
reverse direction from what is usually assumed. It 
might be argued that if capitalization of railroads as 
a whole were too great, that rates as a whole might, 
therefore, be excessive; in other words, that railroads 
as a whole, desiring to earn interest on an_ inflated 
capital, would, acting together, increase their rates as 
a whole, so as to be able to accomplish this. In 
tice, what has happened in this 
follows: 


prac- 
country is about as 

“Railroads differ 
in cost to replace, 


very greatly in 
and in value 
value as measured by 
and prospective. An 
worth 


original cost and 
by which I mean their 
capacity; past, 
railroad 

cost. A well-conceived 
railroad may be worth much more than it cost. 
With this difference of conditions existing as between 
different railroads and systems of railroad, it can be readily 
understood that while the effort to 
ings is com:non to all railroad managers, the 
and spur to gross earnings—and thereby, net 
much greater on the heavily 
the lightly capitalized roads. It 
stated as the experience of all railroad 
with traffic that the weaker lines and the 
ized lines have invariably been those which have taken 





earning 
ill-conceived 
than it 
very 


present 
may . be 


very much less 


increase -net earn- 
pressure 
increase 
earnings—is 
than on 


capitalized 
can be safely 
men experienced 
overcapita! 


the most prominent part in trying to secure business 
or to develop new business even when such business 
appears to yield a very small profit. The more con 


servatively capitalized road, the better-conceived railroad 
enterprise, the one that can get along best with lean 
business, is the road which likely to cut rates 
or to go to extremes in an attempt to develop business 
Overcapitalized roads—whick, to my mind, means rail- 
roads that are capitalized beyond their earning ‘capacity 
—must meet competitive 


is least 


rates of conservatively capi: 


talized or undercapitalized lines, and this can be done 
only by reducing rates in order to attract business 
from competitors; certainly not by raising rates and 


driving business away to competitors. There are wt 
doubtedly some cases on record where roads at one time 
overcapitalized have gradually worked out to 
dividend-paying properties. This may have been due 
to skillful management, to the growth of the 
or to the application of earnings in betterments. 

“A great deal of misunderstanding of this question 
has been due te a general misunderstanding in the 
public mind of the terms ‘cost’ and ‘value.’ The value 


become 


country 


of ‘railroad right-of-way and of railroad terminals is 
frequently appraised or spoken of as the value of 
adjoining property, or its original cost. Any such 


method of determining the value is erroneous. If ! 
purchase a piece of property in a great city d pay 
$100,000 for it, that does not prove that it is worth 
$100,000: It may be worth a great deal less or a great 
deal more than that figure; and its value will depend 
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on its present and prospective earning capacity. In 
the case of property permanently dedicated to some 
specified use, such as railroad property, it ceases to 
have any value as lots and blocks, just as much as 
property dedicated to use as a city street. Its value 
as a piece of railroad property is as a part of the 
whole. Thus, part of the right-of-way of the X. Y. & Z Rail- 
road, a well-conceived, well-operated and well-developed 
enterprise, is entirely different from the value of a 
part of the right-of-way of the A. B. & C. Railroad, which 
may have been poorly conceived, badly located, poorly 


operated and developed; and yet, the right-of-way and 
property of the latter may have cost as much, or 
eyen more, than that of the former. 

“9. The capitalization of betterments, additions 
and. extensions charged in the past to income, but 


which will be charged to capital: I think this practice 
is vicious, not so much because it hurts the general 
public as because it opens the door to trickery on the 
part of the directors of the company and—intentionally 
or unintentionally—may mislead investors. If any such 
course is to be taken, it ought to be taken under proper 
safeguards. For example, such charges might be made 
to a suspense account and the stockholders and the 
general public informed each year of the amount of 
such expenditures which might be capitalized. But 
it seems to me a bad thing for a corporation to pay 
for betterments and improvements out of earnings, and 
then, after a considerable period of years, to attempt 
to capitalize all such expenditures. The law might 
properly limit going back in capitalizing such expendi- 
tures to reasonable limits; say, a period of two years, 


unless such expenditures are clearly indicated in the 


accounts aS suspense items in the way already sug- 
gested. 
a 


The mode of valuation of the physical and 
non-physical property of railroads, in event the valua- 
tion of the property of a railroad is made a basis 
of capitalization: The advisability and practicability of 
making such valuation by any federal agency: Rail- 
roads have been compelled, to defend themselves against 
proposed rate reductions by state or federal authority, 
to enter the only constitutional defense thus far known, 
to wit, that rates are confiscatory. 
this they 


In order to prove 
have been obliged to prove to the satisfac- 
tion of the courts that rates as a whole are too low. 
In doing this they have been embarrassed by the 
well-known fact that it is perfectly conceivable and 
frequently quite demonstrable that a reduction in rates 
will increase gross business and actually increase net 
earnings. The public has assumed from the arguments 
Submitted by the railroads and from the decisions 
of the courts, that the railroads make their rates with 
some relation to their capitalization or to the cost of 


toad. There is no basis in fact whatever in this claim. 
Railroad officials generally, feeling much as I do in 
this matter, have opposed and ridiculed the idea of 


valuating the railroads. Unfortunately, this has been 
misunderstood by the public as an indication that we 
are ashamed to have the truth known. Now, as a 
matter of fact, the real arguments against the valu- 
ating of railroad property are: 

“First—That the valuation of railroad property can, 
at best, only be an indication as to rates as a whole; 
Not as to any specific rates, nor even as to rates on 
aly particular classes or commodity; 
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“Second—That if the valuation of railroads is to be 
made on the basis of original cost or of cost to re 
produce—both of which methods have been suggested— 
the ill-conceived railroad will be overvalued and the 
well-conceived railroad will be undervalued; 

“Third—An _ intelligent valuating of the railroads 
will cost several millions of dollars—just how much 
I do not know—and presumably a good deal of this 
expense would be thrown upon the railroad themselves, 
besides their share of taxes, because government au 
thorities would demand that they should work up much 
of the data. As I regard it, it would be purely of 
academic value, and, indeed, of no particular value 
except in so far as it might quiet hostile feeling against 
railroads and convince the public that railroads as a 
whole are not overcapitalized and that those railroads 
which are overcapitalized are not earning any return 
on so-called ‘watered capital.’ 

“Railroad officials generally feel very confident that 
on any basis of arriving at valautions it would be 
found that railroads as a whole are not overcapitalized; 
and for this reason they think railroads should offer 
no opposition to the proposition of a federal valuation. 
My feeling as to this is simply that if the federal 
valuation is made with a thorough understanding of 
what is to be gained by it, there is no possible objec- 
tion to it, but if it is made on any supposition that 
rates can be based upon it, it is an entirely wasteful 
expenditure of public moneys. 

“11. (Query inserted by this deponent.) The ne- 
cessity of some definition or better understanding of 
the commonly used term ‘watered stock:’ This neces- 
sity is perhaps best illustrated by a recital of the 
methods commonly employed to-day for financing elec- 
tric interurban railroads in the central West. 
method is to sell, 
senting the full 


The usual 
say, 4 or 5 per cent bonds, repre- 
cost of the road, completed and 
equipped; and, on the strength of prospective earnings, 
these first mortgage bonds have frequently been sold at 
par; but as part of the inducement to the investor to take 
these bonds at par, he has been given stock—usually 
to an amount equal to the bonds. The question nat- 
urally arises, is this stock watered stock? Is it not 
part of the consideration which the investor receives 
for the bonds? Is it not wiser financing, than for the 
road to have sold the bonds at a big discount, or to 
have paid a high rate of interest? As a_ practical 


matter, this electric line offers the investor bonds in 
a road which may not earn interest on its debt and 
which may, therefore, become bankrupt. Such a bond 


on an unproved enterprise would not sell for par, and 
therefore the investor must receive some speculative 
consideration to tempt him. He is given stock in the 
road, which represents no capital invested, but which 
does represent an interest in prospective profits. Is 
this ‘watered stock?’ 

“With rare exceptions, it may be said that a new 
railway project—whether an electric road or a steam 
road—can be financed in only one of three ways: 

*(A) By issue of bonds at a low rate of interest, 
but sold at a heavy discount. 


“(B) Bonds bearing a high rate of interest. 
“(C) Bonds bearing a moderate rate of interest, 
sold at par, with a stock bonus. 


“Methods ‘A’ and ‘B’ are objectionable, because 
they place a heavy burden of fixed charges on the 





















































































company in its early years of development. Method 
‘Cc’ is preferable, on the ground that it puts a moderate 
fixed charge on the property, but gives the investor 
the benefit of the growth of the business, which is 
largely created by the investment. 

“Methods ‘A’ and ‘B’ were common at one time, and 
resulted in many railroads being bankrupt almost from 
the start. Of course, these remarks do not apply to 
enterprises which are simply extensions of well-estab- 
lished lines and which depend to a greater or 
extent on the credit of those lines.” 


less 


Mr. Delano was questioned closely upon his re- 
marks on directors’ liability. While it was admitted 
that to attach criminal liability was improbable, he 


favored making them civilly liable for misappropriations 


and false statements. 
Confronted with a case where state regulation 
would not give way, Mr. Delano declared that the 


superimposition of federal regulation would then greatly 
complicate matters and that efforts would then have 
to be directed toward a co-ordination of power and 
practice. He saw a possibility of uniformity in prac- 
tices under various state and national supervisions, 
but had not found this to be true in rate regulation. 
It was pointed out that in rate matters there was a 
direct conflict of interest between states and communi- 
ties. Would this arise in the case of securities? Mr. 
Delano thought it might, especially if questions of taxa- 
tion were involved. The witness paid tribute to the 
Interstate Commerce Commission accounting rules and 
stated that their adoption had entailed no great trouble; 
no serious conflict involved, except in New York, 
where the commission there had about double the 
number of accounts as prescribed by the national board. 

The witness declared a slack between selling prices 


was 


and par value of securities essential to the financing 
of roads. If this margin was defined by law, it should 
not be fixed, but elastic, and should be left to the 


judgment of the proper regulating body. 

Mr. Delano was unable to give any 
which the reasonableness of rates might be tested. He 
declared that a railroad man who would advance rates 
to a point where traffic was checked would be insane. 

Coming to the question of watered stock, Mr. Delano 
felt that this should be considered by courts 
fiscation cases, but expressed the opinion that 
road to allege confiscation as a 
rate reduction was a very 

Reverting to 


standard by 


in con- 
for a 
protection against a 
unfortunate defense. 

the question of directors’ liability 
again, he felt that it was practical to insist upon a 
higher degree of knowledge on the part of directors 
of the workings of the companies which they assumed 
to direct. 


Hanson Favors Federal Regulation. 
Burton Hanson, general counsel of the Chicago, 
Milwaukee & St. Paul Railway, was the next witness. 


He testified that in his belief it was extremely ad- 


visable to have federal regulation of securities, and 
he was not at all sure that it was not entirely prac- 
ticable. If the issuance of securities fell within the 


provisions of the commerce clause of the Constitution 
of the United States, he was not at all sure that 
Congress could not exercise that power to the exclu- 
sive jurisdiction of the states. He cited the fact that 
the Wisconsin legislature had passed an hours’ of 
service law about the same time Congress enacted 
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legislation on 
different; 
statute, and in proceedings brought by the state of 
Wisconsin against that road, the state Supreme Court, 
136 Wis., 407, held that, Congress having first acted 
upon the subject, the state law was invalid. It could 
not be presumed that the states would seek to legis. 
late on the securities of interstate carriers by limiting 
state commissions’ action to supervision of securities, 
the proceeds of which were to be expended on purely 
local divisions of a road. Therefore, suppose that Con- 
gress should enact a law saying that no carrier engaged 
in interstate commerce should issue securities without 
the permission of the Interstate Commerce Commission, 
Would this strike down state regulation? he was ezsked 
Mr. Hanson replied in the affirmative. The only diff- 
culty in such a case would be the temporary embar- 
rassment of the roads while the validity of the conflict- 
ing state and national laws 
by the courts. 

Mr. Hanson was in favor of the law 
detailed in its provisions. He thought this preferable 
to a general declaration which left the interpretation 
of its meaning to the conflicting opinions of learned 
different lines. He felt that the fact an 
application for the issuance of securities had 
favorably passed upon by a government body 
enhance the salability of the paper issued thereunder 
Personally, he would prefer that supervision over securi 


that subject; the hours, 


however, 
the St. Paul road chose to ignore the state 


were 


was being passed upon 


being 


very 


counsel of 
been 
would 


ties should be exercised by some body other than the 
Interstate Commerce Commission. While he felt that 
the law or commission should fix the minimum price 


at which securities might be sold, he was of the 
opinion that the question whether or not 
should be issued at less than par was one for the stock 
holders to decide. The public has no interest in this 
matter, except as an investing public; the rate-making 
public is affected only and indirectly. 

Witness explained in how the valuation 0! 
the property of the St. as given in the 
western’ rate-advance arrived at. He felt 
desirable that the road 
approximate the real Valuatic 
is the test of the rates, when ti 
question is one of confiscation and other constitutional 
guarantees. So long as traffic moves freely, however 
the rate charged was not pertinent. 

Mr. Hanson declared that the Wisconsin 
bonds law had never handicapped his road: 
prohibition against selling stock at 
proven no detriment. 

He was questioned as to the details of the financins 
Puget the 
had enterprise 


securities 


remotely 
detail 

Paul, 

case, 


genet 
was 
eapitalization of a should 

value of the property. 
reasonableness of 


stock and 
that the 
less than par had 


said 
into the 


Sound extension. He 
put over $150,000,000 


of the parent 


company 


and now held stocks and bonds having a face valu 
of $200,000,000. The organization of the various sul 
sidiary companies had been necessary in order (l 
promote rapidity in construction. Had the road beet 


built by the St. Paul proper, right-of-way through the 
vatious states traversed could not have been obtained 
until the line actually was ready to make an entrance 
into those commonwealths, thus precluding simultaneous 
construction. It had been originally intended to have 
these subsidiary companies transfer their interest back 
to the parent company, but a Washington statutory 
provision prohibited this, so the extension was al! pu! 
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in the name of a corporation of that state. He defended 
the difference between the money put in and the cap- 
italization of the Puget Sound on the gronuds that 
the capitalization was what the owners felt the line 
was worth. 

Adjournment for luncheon was then taken. 

Mitchell Thinks Regulation Desirable. 

John J. Mitchell, president of the Illinois Trust & 
Savings Bank, was the first witness of the afternoon 
session. He declared that federal regulation was alto- 
desirable, because it would concentrate super- 
into one hand and make for uniformity. He 
not in favor of a superimposition of federal on 
state regulation, but would go to any extent to obtain 
exclusive federal regulation, even to the point of ob- 
taining federal charters. 

He said that he could not very well see how you 
could forbid a railroad from selling bonds below par. 
The price a bond would bring depended upon the credit 
of a road and the rate of interest. Many of the best 
roads have sold 3% per cent bonds below par; other 
roads have been unable to dispose of 5 per cent bonds 


gether 
vision 


was 


at par. He thought that the buyer and seller should 
fix the price at which a bond should be sold. It was 
not the function of a commission. He expressed the 


thought that the same would be largely true of the 
sale of stocks. 

If stock had been held at par, averred Mr. Mitchell, 
there would have been little sold on western lines; 
if this provision is made law now, new railroad build- 
ing will be confined to extensions of existing lines. 


It would be a difficult matter to place the stock of 
a new road at par. To demand this would practically 
give a monopoly to present transportation systems. 


He did not believe that capitalization had any direct 


bearing on rates. To the general public it was a 
matter of small concern whether an increase in cap- 
italization was represented by a bond or stock issue. 
It was pointed out by one of the commissioners, how- 
ever, that dividends might be reduced without inviting 
a receivership, whereas, if there was a default in the 
interest on bonds, foreclosure was the result. A _ divi- 
dend rate might be reduced or abandoned entirely; a 
5 per cent bond could not be reduced to 4%. There- 
fore, it was contended, that a large increase in bonded 
indebtedness, in preference to an increase in_ stock, 
would constitute a grave menace to the solvency of 
a road when next a period of depression was entered 
into. This Mr. Mitchell admitted, but retorted that 
the stockholder has had some rights. He qualified his 
previous statement, however, by saying that he had 


been looking at the question from the standpoint of the 
investing public. 

Questioned on the feasibility and advisability of 
the authorization of the issuance of no-par stock or 
Stock without a monetary value, he answered that he 
could see no special advantage in this form of security 
and that it might cover a multitude of sins. He favored 
having some fixed standard of value. P 

Mr. Mitchell took issue with Messrs. Delano and 
Hanson as to the advisability of increasing the liability 
of directors. He said he himself was a director in 
four roads; he obtains his information from the presi- 
dents of these lines; to attempt to go beyond this 
and obtain first-hand information from other sources 
would be a practical impossibility. 
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He admitted that there was a general community 
of interests in the broader aspects of rate-making, but 
said he would not be in a position to state whether 
rates are made to bolster up the weaker lines. 

He did not think the capitalization of improvements 
and additions paid for out of surplus was a subject 
requiring regulation. A surplus was necessary to main- 
tain credit in all business enterprise; the railroad 
was no exception. What percentage this surplus should 
represent he was not prepared to say. While he felt 
the English system of capitalizing improvements and 
betterments was unwise, he felt that roads here ought 
to be allowed to capitalize surplus betterments, though 
he admitted that it was true that the user of surplus- 
built additions paid for them, while the owner paid 
for those which had been capitalized. 


Dawes Defends Watered Stock. 


Rufus G. Dawes, president of the Union Gas & 
Electric Company, was the last witness of the day. 
Mr. Dawes came out frankly in defense of the issuance 
of watered stock. In a statement in support of that 
practice he said: 

“Corporations are organized to 
embody, in permanent form, all possible contractual 
partnership relationships. Bonds, preferential stocks 
and common stock express permanently the particular 
partnership agreement underlying the company making 
the issues. Any limitation put upon the issuance of 
stocks that would, prevent some particular agreement 
from being embodied in corporate form, would, to that 
extent, be an impairment of the usefulness of the 
incorporation privilege, unless it could be shown that 
the -particular form of agreement prevented was harm- 
ful to the public good. 

“The following is a very common agreement between 
men, viz.: That the one should furnish the capital, 
and the property purchased should be held for his 
security and the ultimate return of his capital; and 
that the other should find the opportunity or assume 
the management, and share in the profits earned over 
and above the interest on the capital invested. The 
first has an egqiutable protection for his investment; 
the second would receive a compensation, or no com- 
pensation, measured accurately by the success or failure 
of the enterprise to which he has invited the capital. 
I conceive this to be a fair agreement. It is an agree- 
ment that could be written into corporate form only 
by the issuance of unpaid stock. Should the second 
party to such an agreement receive stock paid for in 
full, he might profit while the first party might lose. 
It might even be to his advantage to let the enterprise 
suffer. If he receives unpaid stock, issued on such 
terms that it makes no return until after the just 
claims of capital are satisfied, his utmost efforts for 
success are stimulated. This particular kind of agree- 
ment finds its chief usefulness while the resources of 
the country are being developed, but it may be zpplied, 
and is applied, to increasing efficiency and disclosing 
opportunity in a developed country. If it be a useful 
form of agreement, its use by incorporated organiza- 
tions cannot be denied without injury to the country. 
I believe that it is a useful agreement. I believe that 


embody, and do 


the almost universal] use of ‘watered’ stock is evidence 


that it is the most common form of agreement between 
men in business life. 


“To forbid ‘watered’ 


stock would prevent agree- 
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ments of this nature from being incorporated. It would 
limit the advantage of incorporation to the men who 
have money; it would exclude from that privilege those 
who have no money, and they are not excluded now. 
It would interfere with the traditional method of attract- 
ing capital to new enterprises. 

“It is nothing, or next to nothing, to say that 
deceitful misrepresentations may be made in connection 
with it. They may be made under any circumstances. 
There is no deceit inherent in the organization of a 
company formed to embody an agreement of this kind. 
A stock certificate does not determine values; it fixes 
proportionate ownership and defines relationships. To 
determine the value of a stock certificate, one must 
investigate the value of the property owned by the com- 
pany, and the earning capacity of it, and ascertain 
what ratio this sustains to the total stock that has 
been issued. It is only a coincidence when the value 
thus determined approximates the par value. 

“When the ideas of par value and actual value are 
too closely associated in the public mind, then the op- 
portunity for deceit will increase. To emphasize the 
fact that there is a wide distinction between the par 
value and the actual value of stocks, invites investiga- 
tion. It puts the purchaser on gaurd. Government may 
prevent stock from being issued and sold primarily 
at less than par, but how can government protect the 
subsequent purchaser of the stock? Government may 
guarantee the value of stock at par, before the capital 
is invested, but after such investment it becomes worth 
more than par or less than par, depending upon success 
or failure. In case of subsequent failure, the very 
assurance that it had been paid in full would deceive 
the careless purchaser. The limitation of capitalization 
will never protect the public against its own unwilling- 
ness to investigate. 

Our country is not, as yet, completely developed. 
If all the railroads we need were already built and 
were already under corporate organization, the injury 
to be done by limiting their stock issues would be 
minimized. Existing corporations are not likely to pro- 
test, for the reason that the limiting of capitalization 
will limit the transportation field to the existing lines. 

“The issuance of unpaid stock is a method of at- 
tracting capital. To abandon it is to discard an efficient 
instrument of development and to close the door of 
opportunity, through which many of our most active 
men have entered into careers of usefulness. This may 
not apply with great force to the issuance of unpaid 
stock by existing railroad companies, but it applies to 
railway companies hereafter to be formed, steam and 
electric, and if the federal government should adopt 
it with respect to these, the various states might apply 
it to private corporations, to the great injury of the 
public. 

“No greater blow could be delivered to the hopes 
for rate reduction than to check the flow of capital 
toward investment in railroad securities. It is the hope 
of profit, through unpaid stock acquisition that encour- 
ages promoters to coax capital into new enterprises. 
The government exercises the right of regulating rates 
for service. It cannot interfere with the instruments 
of credit without limiting the extent of possible reduc- 
tion of rates. 

“The assumption that higher rates are made to 
Support the value of ‘watered’ stocks, requires inves- 
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tigation. It certainly cannot be true that freight rates 
are essentially higher in proportion to the larger issues 
of unpaid stocks. Other considerations fix the rates, 
The managers of any corporation endeavor to make as 
large profit as it is possible under the law. Large cap- 
italization does not intensify this effort, low capitaliza- 
tion does not relax it, notwithstanding a popular in- 
pression to the contrary. If the profit taken is a too 
large return upon the capital invested, our theory is 
that rates will be reduced, in case of private companies 
by competition; in quasi-public companies, by regulation, 
Efficiency of organization and economy of operation 
should, for the public good, be stimulated, not rclaxed. 
Those who believe that overcapitalization stimulates the 
effort for larger profit, should not wish to dispense 
with it; not, at least, so long as they have and exercise 
the right of regulation. 

“The regulation of rates cannot be applied wisely 
without regarding the investment cost of the property 
used. The stock issued against the property could not 
be the basis of rates to be fixed. I do not know whether 
any or all railroad companies earn and pay dividends 
on an amount of stock greater than the sum invested 
in the properties owned by them. I do not know 
whether the government in exercising the power of 
regulation will recognize, as a vested right, this surplus 
of stock, if it exists, over cash investments. But 
whether cash costs, or existing stocks on dividend 
basis, or some other amount, be taken as the basis 
upon which interest ought to be earned, any additions 
to that basis must be cash investments. There could 
be no conversion of ‘watered’ stock into vested rights 
in the future. The present system of railroad account- 
ing, and the scrutiny applied by the regulating Com- 
mission would surely prevent this. 

“The government is concerned for good service at 
reasonable rates. Some may say the government is 
concerned to keep the profits low; but none can claim 
that government is concerned in the division of profits 
earned by quasi-public corporations operating under 
supervision and regulation. The question of unpaid 
stocks is a question of division of profits. Why should 
law forbid the division acceptable alike to those who 
have capital and those who are without, and deny any 
interest in corporate activity except by salary, to those 
who are without money? 

“To recapitulate, I think no excuse for this can 
be based upon the assumption that there is fraud in 
the issue and first sale of ‘watered’ stock, or that it 
lends itself more readily to fraudulent misrepresentation, 
or, upon the other assumption that rates are higher by 
reason of outstanding unpaid issues of stock. I thinl 
that the abolition of unpaid stock would impede the 
organization of corporations and impair the efficiency 
of their operations. I think it would also withdraw 22 
opportunity heretofore held out to ambitious and enter- 
prising men without money. 

“If there be those who agree that there is a legiti- 
mate function to be performed by stock issued in ex 
cess of capital paid in, but that the abuses of the 
privilege, and the fraud at times practiced in connection 
with it, can be corrected, or. at least minimized, let 
them consider if there be no middle course. The 
‘founder’s shares’ and ‘profit-sharing certificates,’ | 
am informed, are used by Great Britain to accomplish 
the same object as unpaid stock has accomplished here. 
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It has been proposed that in this country stocks should 
be issued without any money value designated, and 
still accomplish all the purposes now attained. 

“If the duty of warning the public purchasers of 


stocks appears parmount, and it is believed their _ in- 
terest would be protected by such action, stock could 
be issued to an amount equal to the cash paid in, and 
the companies permitted to issue additional stock with- 
out designated money value, but conferring on the 
possessor a fractiona] interest in the equity above the 
stock having designated money value. This would per- 
haps clarify the situation. It would certainly fix the 
attention of purchasers to the essential interest pur- 
namely, a proportionate part of the whole. I 
am informed that a bill embodying this suggestion has 
been presented to the Wisconsin legislature. 

“But such a bill should not attempt to fix the mini- 
mum dividends to be paid on the preferred or monetary 
value stock. This should be left to private negotiation. 
Since government exercises the power of regulation, and 
since government cannot guarantee earnings, govern- 
ment must not interfere more than is necessary in the 
manner by which capital is attracted to enterprises. If 
it interferes in a manner to check the flow of capital 
to railroad investment, the cost of operation will in- 
crease, and the power of regulation will not suffice to 


chased, 


prevent the rise of freight rates. The natural flow 
of capital to new enterprises is along the ‘watered’ 
stock channel, and this channel should not be ob- 
structed without an effort at least to find another. 


It would appear safer to use instrumentalities approved 
by continuous use, than to attempt novel adjustments.” 

Mr. Dawes felt that the regulation of rates should be 
determined by the value of the property. He cited the 


fluctuation of stock prices as proof that the public 
looked into the intrinsic value of the stocks and not 
their face value. 


Reynolds Wants Supervision—Not Control. 
George M. Reynolds, president of the Continental 
and Commercial Bank, was the first witness Wednesday. 
He declared that federal regulation was advisable as 
compared with state supervision. While he did not know 
of any conflict between state jurisdiction as to the regu- 
lation of securities, he deemed it well to vest exclusive 
authority in the national government as a safeguarding 
measure against possible confusion. He favored federal 
Supervision along the line of harmonizing state laws, if 
this could be done; but, if this proved impossible, he 
advocated the substitution of federal jurisdiction. 

Mr. Reynolds distinguished, however, between that 
regulation that was supervisory in its nature and that 
that more nearly approached actual control of the cor- 
porations regulated. He believed in keeping corporations 
Within their proper bounds, but saw danger if regulation 
Went beyond this. If a certain control were exercised, 
the public would be liable to assume that the govern- 
ment was actually overlooking the management of the 
various properties regulated, and in event of the failure 
of such enterprise, would hold the national authority 
accountable therefor. 

In his mind it was a difficult matter to attempt to 
fix by law or commission rule the price at which secur- 
ities should be sold. Investors in securities look for an 
appreciation in value. Were the government to place a 
limit on their selling price, railroad securities would 
hever become as popular as they should be. While he 
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admitted that dividends paid on watered stock might 
be considered as coming out of the shipper’s pocket, he 
felt that the building of a railroad in a new territory out 
of the proceeds of the sale of securities at less than par 
would be a gréater advantage to the community thus 
served than the difference in rates paid. On the rate 
question, however, he felt that the return on the physical 
valuation of a road was the best test for the reasonable- 
ness of the rates. 

He pointed out that the building of a new road was 
largely experimental and that its securities would have 
to have some speculative value in order to attract capi- 
tal. He felt that it would be well to have government 
authority determine in advance, however, whether the 
construction of new lines were economically justified. 
Many lines, he said, have been promoted with the ex- 
press purpose of selling them at a profit to trunk line 
competitors. It was in this way, he thought, that a 
great deal of the water had been injected into railroad 
stocks. He did favor some limitation of the latitude 
that should be allowed in selling stocks at less than 
their face value. At the same time it was his opinion 
that whe.e roads which had been so located that the 
community served did not develop sufficient traffic to 
justify the road’s existence, the investors should take 
the loss. While he recognized that there might be a 
situation created in which the dependency of communi- 
ties on a road would permit the carriers to force up 
rates to the limit of what the traffic would bear, he felt 
that this should not be allowed. 

If the government could control the right of con- 
struction, pass on the necessity thereof, many of the 
troubles attendant upon poorly situated roads would be 
eliminated. He did not consider, however, that the issu- 
ance of a certificate of convenience or necessity by a 
governmental authority, authorizing the construction of 
a line, would mean that the government would assume 
the burden of sustaining that road. 

Mr. Reynolds declared himself thoroughly in accord 
with the 
methods. 


desire for modification of present laws and 
He said that he had the greatest confidence in 
the fairness of the common people. Capital, he thought, 
Was as patriotic as the public and the moneyed interests 
now want to conform to the dictates of a reasonable 
public opinion. 

The commissioners questioned Mr. Reynolds at 
length on the investment of the smaller country banks 
in railroad securities. Western banks, declared the wit- 
ness, played little part in the distribution of these secur- 
ities to the ultimate investor; in the eastern territory 
the banks did take an important part. Up to about five 
vears ago there had been little market in the West for 
railroad bonds, but the popularity is rapidly gaining. He 
did not believe, however, that the banks dealt in stocks. 
Everybody agreed that the railroad stocks were in the 
hands of a few people. Bonds, and in some cases, stocks, 
are pledged with the banks and trust companies as col- 
lateral for loans. As a rule, stocks were held largely by 
syndicates and speculators. He declared that one would 
be surprised to know how few coupons come to Chicago 
banks from small investors. There was, he reiterated, a 


wider distribution of these securities in the East. These 
securities reach the hands of the ultimate investor 
through the bond and brokerage houses. 

Mr. Reynolds told the commission that western 


banks have reached a point where the question of in- 
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vestment was a great problem. The same was true of 
individual investments. The holdings of country banks 
in railroad bonds have usually resulted unfortunately, 
because the banks purchased the securities when there 
was a plethora of money and the bonds were at the top 
of the market and were forced to dispose of them ata 
loss when money was in demand and the market for 
bonds at a low ebb. For this reason, from the commer- 
cial banking standpoint, Mr. Reynolds was not at all par- 
- tial to bonds as an investment. 

He did not feel that the attitude of the small in- 
vestor toward railroad securities would be materially 
changed if federal supervision was put in. He ex- 
plained this by saying that the country investor usually 
goes to his local bank for advice and that bank in turn 
refers to its correspondent in the larger city for advice. 

Reverting to the question of selling securities below 
par, he declared that this speculative latitude should be 
allowed on both stocks and bonds. He would not define 
the limitation of this latitude by law. It was his opinion 
that it was a question to be left to the buyer and seller. 
If there were more general publicity in the matter the 
results to the public would be as good as if the price 
were fixed by a public commission. 

To investigate to determine whether the proceeds of 
securities sales had been used for the purpose for which 
the securities were issued he felt would be a difficult 
matter. He could not see how the publicity attendant 
upon an application of a railroad for permission to issue 
stocks would embarrass the road. 

Stock jobbery and watering had had its effect of the 
eredit of railroad securities, but the attitude of the gov- 
ernment toward the guilty has had a more deleterious 
effect. On the whole, however, the agitation to prevent 
a recurrence of such scandals as have aroused public 
indignation in the past has been a good thing for secur- 
ities. 

A logical and fair plan for the regulation of securi- 
ties would benefit them and would lead to wider pur- 
chases at a lower rate of interest. 

The average return on safe securities in Chicago 
was about five per cent. This was a good rate upon 
farm mortgages. The rate on these securities has been 
lower in the past, but the widespread land speculation 
culminating last April forced the rate up to 5% and 
even 6 per cent. The average rate is now coming down. 
In general, the average rate of return is determined by 
the interest rate in different communities. The taxabil- 
ity or nontaxability of securities has had little effect on 
the market value or salability. 

Syndicate profits in floating railroad securities in the 
past have generally been too large. A reduction in these 
profits, however, would have to be brought about by 
public opinion, not through statutory requirements. 


Roemer Discusses Wisconsin Practices. 


Mr. Reynolds was followed by Commissioner John 
H. Roemer of the Wisconsin railroad commission. Mv-. 
Roemer was the only other witness of the day. He ex- 
plained the features of the proposed change in the Wis- 
consin stock and bonds law that had been mentioned 
by Mr. Dawes the day previous. At present the sale of 
stock in that state is limited to par value, for money, 
property or services received. This limitation has been 
found harmful to new enterprises. Therefore, Mr. 
Roemer, in his bill, provides for the issuance of common 
stock with a no monetary value. All this no par stock, 
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however, is to be equal in value as representing propor. 
tions of interest in the investment as a whole. The 
preferred stock must have a designated value and cap. 
not be redeemed at more than par. This preferred stock 
may be retired upon the consent of all the holders. The 
total amount of discount to be allowed on bonds is, as at 
present, 25 per cent. This represents the total, no mat. 
ter how many times bonds for a specific loan may be 
refunded. If there is any discount in excess of this, this 
must be taken up by short time notes, the interest upon 
which will come out of income. He stated that Wiscon-. 
sin required the filing of detailed statements of the ex. 
penditures of the proceeds of securities and that no 
difficulty had been encountered on that score. 

In Wisconsin three views are held on the subject of 
regulation of securities. First, there are those who be 


lieve that the commission should have nothing to do 
with capitalization or security issues, thus leaving it 
a free hand when it comes to fixing rates. Second, 


there are some who believe that the whole question of 
securities should be one of publicity; that the directors 
of a public utility should be required by law to make 
public the purposes and terms for which new securities 
were issued and that misstatement thereof should be 
penalized. The third view is that expressed in Mr. 
Roemer’s bill. 

The Wisconsin commission, declared Mr. Roemer 
pays very little attention to the question of capitalization 
in fixing rates, though, of course, it is a factor. Over- 
capitalization should be considered. Whether the over- 
capitalization was an honest mistake represents the line 
of demarcation between favorable or unfavorable con- 
sideration; if the excess capitalization was the result 
of fraud, it is barred from consideration. The honest in- 
vestment would then be considered. Because of this the 
public has an interest in the question of capitalization. 
Theoretically, there is no relation between capitalization 
and rates; in practice, justice as between the stockholder 
and the public demands that attention be paid this sub- 
ject. Mr. Roemer cited the case of a public utility cor 
poration which was overcapitalized, but which was fur- 
nishing service at reasonable rates, yet despite this 
through efficient management, was able to pay a fail 
dividend. In that instance, the commission did not be 
lieve that the rate should be reduced merely because the 
return had been paid upon fictitious capitalization. In 
the absence of proof of overcapitalization the corporation 
is given the benefit of the doubt. Strict supervision 
would alone prevent overcapitalization; publicity is not 
an efficient remedy. In fixing rates the commission is 
guided by the actual valuation of the road and the cost 
of the service. 

Mr. Roemer did not believe that federal regulation 
would be an impossible task. Whether the supervisiol 
should be exercised by the Interstate Commerce Com: 
mission would be largely a matter of convenjence. It 
would be preferable to have it handled by this body and, 
if this could not be done, the securities commission 
should be auxiliary to the Interstate Commerce Com 
mission. 

The witness declared that he believed that the state 
commission should surrender all their rate-making po¥ 
ers to the Interstate Commerce Commission. 


Moody First Witness Thursday. 


Two witnesses were examined by the commissio2 
Thursday. The first was Jobn Moody, publisher 
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Moody’s Manual. One of the questions discussed at con- 
siderable length by Mr. Moody and the various commis- 
sioners was the effect of a receivership upon the owners 
of the road and upon the public. As a general rule, 
roads in receivership were splendidly managed, so that 
the immediate effect on the public was beneficial. The 
difficulties of a road going into bankruptcy was a lack 
of credit. Receivers’ certificates, being a first lien on 
the property, enable the road to borrow money, thus 
ridding the line of financial difficulties and, as a conse- 
quence, improvements are made and better service 
Ultimately, however, the roads as a rule come 
out of receivership with greater capitalization, but lower 
fixed charges. To fix the value of a road at reorganiza- 
tion and to scale down the securities to an approximate 
equivalent of this would be a legal step in the right 
direction. 

There are two types of capital in a railroad—the in- 
vestment and the speculative. As a rule stocks repre- 
sent the latter element. This is the kind of capitaliza- 
tion the roads have been seeking to attract for the last 
five years. This capital would be jeopardized in -a strict 
reorganization; the investment capital, usually repre- 
sented by bonds, would be better off. In response to a 
query from one of the commissioners, Mr. Moody ad- 
mitted that this speculative investment, if honestly ex- 
pended, tended to strengthen the credit of the 
ment capitalization. 

Federal regulation and publicity with 
securities would, in Mr. 
credit of the roads. 

The witness spoke of the evil of over-issuance of car 
trust certificates and declared a depreciation account 
strictly maintained and the requirement that there be 
detailed publicity as to how the money of a road is 
spent would largely remedy this situation. 

It would be a good thing to require roads to make 
reports to their stockholders as detailed as those re- 
quired by the Interstate Commerce Commission. It 
would be advisable to have power conferred upon the 
commission giving it the right, when necessity arises, to 
go back of the books of a railroad corporation to verify 
the accuracy of accounts. A provision in the law requir- 
ing the commission to make public the fact if any par- 
ticular item of accounting had not been applied in ac- 


cordance with the form and intent of the law, was also 
favored. 
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Reverting to the car trust question, Mr. Moody was 
of the opinion that there was a tendency to continue 
this practice through capitalization. He did not think 
the situation would be helped by extending the period 
of retirement of these obligations, and it was pointed 
out, as a practical matter, banks would not take car 
tust bonds running over ten or fifteen years, and never 
longer than the life of the equipment covered. In the 
long run, purchase of equipment through car trust bonds 
carrying a high rate means greater returns to the stock- 
holders of a road than if purchases were made out of 
capital; temporarily the return is less. 

Federal] regulation of securities is logical. Regula- 
tion is necessary because the tendency to overcapitalize 
is gradually working the roads into a position where 
they must lose credit. While the enormous development 
of the country has carried along this increase in capital- 
zation to the present time, this period is reaching an 
end. It will soon be a vital question whether dividends 
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can be paid unless freight rates are advanced. Every 
road is to-day on a treadmill, as it were; millions must 
be spent to keep up with the times. What will be the 
outcome a decade from now? There will be no way of 
paying dividends unless there are heavy advances in 
rates or unlooked for increases in population. Regula- 
tion is needed to save the roads as much as the public. 

Mr. Moody devoted considerable time to tracing the 
history of various capitalizations and consolidations that 
have in the past few years been the subject of criticism. 
He felt the Rock Island-Frisco consolidation and the 
control of $500,000,000 of the stock of these interests by 
$50,000,000 preferred of the holding company had been 
unwise and mentioned the subsequent disposal of the 
Frisco at an actual cash loss as proof of this. The 
Aitonu-Clover Leaf financing he felt had been a stock 
jobbing scheme for the benefit of minority stockholders 
of the Alton. This minority interest, he was of the opin- 
ion, had teen held by the Clover Leaf people. The 
Northern Pacific-Great Northern-Burlington and the Ann 
Arbor-Detroit, Toledo & Ironton financing were also dis- 
cussed. Coming to the New York Central, he thought 
that if the Lake Shore were an independent connection 
of the New York Central proper, rates might possibly be 
less and the service just as good. 

The community of interests idea had added to the 
revenue of the roads and prevented rate wars. The pub- 
lic interest would be subserved by rate stability, provid- 
ing the charges were reasonable. Competition in rates 
was impracticable because it lead to rate wars and in 
this meant inefficiency. The effect of regulation is to 
maintain a uniform level of rates. 


The operations of the New Haven system were taken 
up in detail by the witness. He said that its policy the 
last ten years has been to control all transportation east 
of New York. Competition has been bought out at a 
high cost. In the case of steamship lines between New 
York and Boston, new lines are constantly springing up 
which the New Haven either buys or puts out of the 
running. This has all resulted in inereasing fixed 
charges to the disadvantage of the public. In a decade 
the bonded indebtedness of the road has increased 900 
per cent. The result is that the road cannot obtain 
money as easily as it formerly could. If the present situ- 
ation continues credit must either fall or rates be raised 
to a higher level in order for the road to maintain its 
monopoly. 

With capital problems growing, the tendency of a 
road is to reduce efficiency. 

From the standpoint of public morals action should 
be taken to prevent paper organizations in which stock is 
floated. This would protect the real investing public. 
The effect of deals like the Alton transaction has been 
to deter the moderate investor from buying railroad 
securities. 

Monopoly with overcapitalization, 
Moody, was an inducement to high rates. 

While he could offer no specific suggestions, he felt 
that the regulation of securities was a step in the right 
direction. Real publicity was the first thing to be de- 
manded. Regulation must be worked out piecemeal. 
The issuance of securities should be approved before the 
sale thereof is allowed. A commission should not fix ‘the 
price at which securities were to be sold, but what the 
money to be acquired was to be used for should be made 
known. There was no particular advantage in a no par 
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stock. If the government required full publicity and 
regulated the issuance of securities, its responsibiiity to 
the investor would cease; it had given him the ma. 
chinery for investigating the soundness of a proposition. 


C. G. Dawes Also Defends Water. 


Charles G. Dawes, 
Company of Illinois, 


president of the Central Trust 

was the last witness. Like his 
brother, Rufus M. Dawes, he vigorously defended 
“watered stock” and opposed the right of the govern- 
ment to regulate it. Rate regulation should be made in- 
dependent of capitalization and the plea of confiscation 
should be ignored. 


“I think we all agree,’ said Mr. Dawes, “that the 
regulation by government of public utility corporations is 
most desirable and proper. If, in endeavoring to carry 
out this principle we should pass laws interfering un- 
wisely with the right of private contract, handicapping 
the enterprise and initiative of the nation, discouraging 
the development of our resources, and all this without 
any corresponding public benefit, we would be making 
a great mistake. This is likely to happen in the passage 
of aby national law regulating capitalization unless, as 
is perfectly feasible, some provision is made to take the 
place of the device ordinarily known as ‘watered stock,’ 
if that is declared to be illegal. 

“Watered stock is not only not necessarily unfair 
between stockholders, but is often essential to the com- 
plete fulfillment of fair arrangements between them. 
This device, harmless and often necessary in itself, has, 
through its association with efforts of corporations and 
individuals to dispose of stock at fictitious prices, come 
to be very widely condemned. So immensely large is 
the volume of ‘watered stock’ in this country, issued 
alike by both large and small corporations, that it would 
seem even to a prejudiced observer that it must sub- 
serve at least some good uses, because if it were wholly 
wrong it would be inconceivable that business men 
should generally sanction it. 

“Stock in the modern corporation represents not 
enly ownership but the location of control. The stock- 
holders of a corporation may unanimously desire per- 
manence of control in a certain set of men, in which 
event they might find it impracticable to have stock 
issued only in an amount equal to the cash value of its 
property. The notion that stock is always ‘watered’ to 
sell or to perpetrate some fraud is erroneous. The pub- 
lic is not necessarily injured because stock at par does 
not always represent an equal amount of cash or its 
equivalent. 

“Varying values in corporation assets are reflected 
in the selling or market value of the stock—not by con- 
stant alterations in the stock issues themselves. Dis- 
honest men may, and do to some extent, use ‘watered 
stock’ to create impressions of values which do not 
exist, but the abolishment of ‘watered stock’ would not 
materially hinder them. Wrong impressions and over- 
valuation of stock worth par or above par are created as 
easily as in the case of ‘watered stock’ worth less than 
par, and gererally by similar methods. Stock exchanges, 
through the improper manipulation of operators, are fre- 
quently used to create wrong impressions of stock 
values; but in such cases, and all cases, it is not the 
‘water’ in the stock that causes the chief trouble among 
unwary investors. It is the ‘water’ in the prices they 
pay for it. And that kind of ‘water’ may be found at 









times irrigating with remarkable impartiality purchases 
of stocks at all prices above and below par. 

“The proposed laws to reform corporations should 
not interfere with capitalization except to prevent fraud, 
and fraud is not inherently involved in ‘watered stock: 
They should recognize that appraisement of property 
through stock issues does not mean realization on them. 
Such laws should be most carefully considered and 
should be aimed at the prevention of fraud by means of 
‘watered stock,’ not at the abolition of the right of own. 
ers of property both to appraise and manage it through 
stock issues. If we tamper with ‘watered stock” by legis. 
lation in an inadvisable manner without providing a sub- 
stitute we may not only fail to secure relief from its 
alleged evils, but most seriously handicap business and 
commerce and material development.” 


Williams Against Federal Control. 


William D. Williams, a member of the state railroad 
commission of Texas, was the witness of the concluding 
session. Mr. Williams objected to federal regulation as 
an injury to the welfare of the individual states. The 
national government probably will not be able to say toa 
railroad incorporated under the laws of a state that it 
shall issue only so many stocks or bonds or under such 
regulations; the utmost he thought it could do would be 
to say you shall not do interstate business unless you do 
thus and so. On the other hand, the state of Texas. un 
der the laws under which roads are chartered, could, 
witness thought, forbid a state corporation from entering 
into interstate transportation. 

The possibility of conflict between state and federal 
jurisdictions on the subject renders federal regulation a 
grave danger. 


He felt states were better able to regulate than the 
national government. Regulation should be kept as close 
at home as possible. Texas can supervise its own trans. 
portation problems; it cares nothing for the problems of 
New Hampshire and Illinois; these latter states care 
nothing for the Texas transportation system. - Federal 
regulation would work injustice to localities, not through 
intent, but because the seat of authority was not close 
io the people. 

Federal regulation, declared Mr. Williams, would bar 
independent railroad building in Texas. He said the biz 
systems had carved out the territory and apparently had 
no desire to invade each other's fields. Notwithstanding 
this, he said that Texas, under strict regulation, had and 


was building more than its proportionate share of the 
railroads of the company. All this new construction into 
“big system” territory had been done by local capital. 
He did not believe this money would or could be it 
duced to come to Washington and make proper applica 
tion. The closeness to the people of the state commis 
sion enables it to encourage building where necessary 
and to discourage construction that simply paralleled ex 


isting roads and would only place an additional burden 
upon a community. 

In response to questions by a commissioner, Mr. 
Williams stated that new railroads were started by it 
dependents; this had led to activity by systems which 
either bought up the independent lines or opened up the 
territories themselves and put the independents out of 
business. The initiative had come from the independ 
ents. Now only about 13 per cent of the Texas mileage 
is independent. 


; 
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Texas has a stricter regulation than adjoining states. 
Therefore it is the interest of the railroads to withhold 
development and to make poorer showings as a bar 
against rate reduction and improvement orders of the 


commission. It is to the manifest interest of the roads, 
declared Mr. Williams, to have this poor showing. There 
cannot be much effective regulation of a poor corpora- 
tion. 

Mr. Williams felt that it would be better if the 
stocks of Texas roads were not owned by their parent 


foreign line. It was the fact that Texas had no parent 
corporation that accounted for the fact there was no dis- 
tribution of Texas stocks. While Texas laws prohibited 


a foreign railroad controlling a state road, system de- 
velopment Was apparently impossible otherwise. 

If railroad regulation all over the country, by proper 
state and national authorities, were a “real thing,” 
averred the witness, the matter of stock ownership would 
take care of itself and would not require consideration. 

Public sentiment in Texas supports a rate of re- 
turn on a new property considerably in excess of the 
current rate of interest. Earnings of some roads run as 
high as 20 per cent without public opinion objecting; in 
a few exceptional instances earnings have reached 100 
per cent or more. 

He felt very confident that watering of stock was 
harmful to railroads. If it were continued to too great 
extent, it would be better to stop railroad building. 

The Texas commission has never had to consider the 
question of a general advance or reduction and what 
should be the reasonable return. In the cotton rate case, 
in which the largest reduction. was made, while definite 
data was lacking, Mr. Williams felt that the rate after 
being reduced, even then the return on that part of the 
property devoted to the transportation of the cotton was 
several hundred per cent. This rate stood up like a 
totem pole in an Alaska village. 

While he objected to federal regulation of capital- 
ization because the national government could not adapt 
itself to local conditions the same way state authority 
conld, he favored a law requiring the fullest publicity of 
securities and the disposition of funds. 

He opposed the issuance of stock at less than par. 


Express Rates to Be Lower 





New York, N. Y., January 27.—As the result of a meet- 
ing of representatives of the leading express companies 
here a few days ago, announcement has been made of 
4 country-wide reduction in charges through a change in 
the methods of assessing rates where the haul is by 
two or more companies, the much-criticized double grad- 
ate scale, 

The announcement made at the close of the ¢Gon- 
ference was: 

“Instead of two companies which may handle an 
«xpress package makiug a separate charge on each line, 
the charge will be the same as if one company had 
‘arried the package from the shipping point to its des- 
tination, 

“Necessary details are now being perfected, and as 
on as legal requirements are complied with, this plan 
for through service at through rates will take effect 
ae between all express offices in the United 

tes.” 


Previously whenever a package has been shipped 
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over lines of two or more companies the gross rate has 
been the sum of the local rates of all the companies. 

The new rate was agreed upon after a number of 
conferences at which the principal express companies op- 
erating in the United States and Canada have been rep- 
resented, among them being the Adams, American, Cana- 
dian, National, New York and Boston Dispatch, Northern 
Pacific, Southern, United States, Wells-Fargo and West- 
ern. 

The new rule will effect a radical reduction in ex- 
press charges on all shipments to or from what are 
known as exclusive offices, that is to say, city or town 
where but one express company is represented. For 
instance, a shipment between Plainfield, N. J., and Bos- 
ten, Mass., is handled by the United States Express 
Co. between Plainfield and New York and by either the 
Adams, Amer.can or National between New York and 
Boston. The present rate on a package of 10 pounds is 
made up as follows: The local rate between Plainfield 
and New York is 50 cents per 100 pounds, and under the 
graduated scale in use by the express companies the 
charge on a 10-pound package between Plainfield and 
New York is 30 cents. 

The rate between New York and Boston is $1 per 
100 pounds, and then the charge upon a 10-pound pack- 
age under the graduated scale would be 45 cents. The 
sum of the two charges of 30 cents and 45 cents is 75 
cents, which is the present charge upon an express pack- 
age between Plainfield and Boston. Under the new 
rule, however, the charge on a 10-pound package be- 
tween Plainfield and Boston will be made up as follows: 
The 100-pound rate between Plainfield and New York of 
50 cents is added to the 100-pound rate between New 
York and Boston of $1, making the total 100-pound rate 
of $1.50. The charges upon a 10-pound package, accord- 
ing to the graduated table where the rate is $1.50 per 
100 pounds, is 55 cents, and this is the charge which will 
prevail for the service as soon as the new plans are per- 
fected. 

It is said to be practically assured that all express 
companies operating in the United States will join in the 
new schedules. One or two of the Canadian companies 
are understood to have held back up to the present on 
the ground that the customs regulations at the Canadian 
border necessitate so much extra work that a reduction 
in existing rate would be a hardship. 


DENY SAN BERNARDINO LOWER RATES. 


San Bernardino, Cal., January 27.—As a result of the 
recent refusal of railroad officials to grant a reduction in 
rates from the east to San Bernardino, Riverside and 
Imperial counties, the executive committee of the joint 
freight rate bureau of the three counties are preparing to 
bring the matter to the attention of the Interstate Com- 
merce Commission, seeking reductions under the long- 
and-short-haul clause of the act to regulate commerce. 


SATISFIES FACILITIES COMPLAINT. 

Albany, N. Y., January 27.—The public service com- 
mission, second district, has closed upon its records the 
complaint of residents of Kennedy, Chautauqua County, 
as to the condition of the freight house and tracks for 
loading and unloading freight at that point, the Erie 
Railroad Company having satisfactorily adjusted the mat- 
ters complained of without the necessity of an order ef 
the commission. 


' 
j 






LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau. 
Washington, D. C. 





Limitation of Action Determined by Date of Delivery. 


Florida.—‘“‘A car arrived and was delivered at desti- 
nation Over two years ago. Charges were collected based 
on tariff of intermediate line, but six months later initial 
line discovered that its tariff quoted a higher rate. It 
accordingly billed on its connections for charges on 
higher rate and delivering line collected from consignee. 
While car arrived and was delivered over two years ago, 
the extra charge was not paid until eighteen months ago. 
We intend to file claim based on the fact that charges as 
finally paid were excessive and were higher than rate in 
effect as quoted by other lines. Is our claim barred by 
the statute of limitations?’ 

The presumption of law is that the published rate at 
the time of delivery is the legal rate and that such rate 
was charged and collected. In consequence, in determin- 
ing the question as to the legal rate applicable to the 
shipment in question, the Interstate Commerce Commis- 
sion will view it from the point only as to the particular 
rate charged at the time that shipment was delivered, 
and not as to the rate collected thereon at some 
subsequent date. Inasmuch as more than two years have 
elapsed since the shipment was delivered and the original 
charge collected, it is our opinion that your claim for 
overcharges is barred by the statute of limitations. 

ca * ok 


Transportation Service Rendered Free of Charge. 


Illinois.—‘“‘In connection with a contemplated switch- 
ing line in Illinois, part of the line has been completed 
and connections made with several roads and some in- 
dustries have located on the line. It is not desired to 
commence operating this line as an interstate carrier for 
several months and no tariffs have been published and 
filed with the Commission. Would it be a violation of 
the interstate commerce act to switch between the roads 
with which this switching line connects and the indus- 
tries located thereon free of charge until such time as 
the tariffs have been filed with the Commission?” 

Assuming that the switching company is engaged in 
interstate commerce, every service it performs must be 
charged for. Such charges must be published and filed 
with the Interstate Commerce Commission, and when 
published and filed must be strictly adhered to. 


* * * 


Limiting Liability No Warrant for Discrimination. 


New York.—‘Can a railroad lawfully sell mileage 
tickets to commercial travelers at a rate less than it does 
to the public in general on the condition that it limits its 
liability by contract?” 

When mileage tickets are issued by a carrier they 
must be sold to all impartially and on the same ‘terms. 
The fact that commercial travelers are continually upon 
the road and that their labors result in some benefit to 
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ae % . state U 
crimination made in favor of commercial travelers. road ¢ 
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* * * better 1 
- 3 the sta 
Difference in Free Time Allowance as Between the nee 
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lowa.—‘“Is it not discrimination on the part of car. free int 
riers that make a longer free time allowance for uw. ae 
loading one commodity than they make on another con. ae 
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modity? are tra 
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That depends upon the character of the commoiit of traff 
and the method required for handling it. The Interstate pr 
Commerce Commission, in the case of the Pennsylvania United | 
Millers’ Association vs. Philadelphia & Reading Railway 1c ul 
Company, 8 I. C. C., 531, wherein was considered a rule Crees 
. . , . . . . . u ; 
of the Philadelphia Car Service Association providing Ww. M 
forty-eight hours’ free time would be allowed con. a 
signee for unloading, after which a demurrage charge of vm *~ 
$1 per car per day would be assessed, while on coal cage 
coke, pigiron and iron ore seventy-two hours were 4! 
lowed, held: “That the greater allowance in case of \aee Com 
coal, coke, pigiron and iron ore was not an unjust dis- National | 
crimination within section two of the act as against =. 
shippers of other commodities, since the traffic was of tan! 
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different kinds and was not in competition with each Associat 
-_ n char 
other. Sterlir 
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Low Rate to Meet Competition. J. W. ] 
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a lower rate than another and nearby community, the Northern 
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on the ground given by the railroads that the first-me2- bi 
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Interstate Commerce Commission vs. Western A. R. & Albany Cl 
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petitive rates are something more than the additional o.3 
cost of the movement of the traffic, it is to the interest ol 
the carriers and to the interest of the public that the nes. 
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profit, however small, to the extent that it inures, il 
creases the revenues of the carriers, and has a tendel¢) The Traffi 
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to reduce local rates and to improve the local service. The Traff 


It is true that the full measure of reasonable remuneré pein 
tion for the carriage of competitive traffic would require net 
a rate sufficient to pay, not only the additional cost « Yes 2 A. 
moving competitive traffic, but also the proportion 0 worthy © 
operating expenses, fixed charges and reasonable profit The Trans 
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bears to the total freight tonnage carried. But it * Bed ” 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league te 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and _ transportatioa 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercia) 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 
J. C. Lincoln, President, 
Comm’'r Merchants’ Exchange Traffie 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mer. Transp. Dept. Board of Trade, 
Chicago, Il. 
W E Cooke, Secretary- Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Il. 


ILLINOIS. 


Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 

Natlonal Assoclation of Agricultural tm- 
plements and Vehicle Manufacturers 
W. J. Evans, Secy., Chicago. 

Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries at 

Sterling and Rock Falls, Ill. 


De By GI 0 Oks cuties eens President 
ae tS 9 ee Vice-President 
o.- Wi esa enon Secretary-Treasurer 
i Jape Traffic Manager 
MINNESOTA, 


Northern Pine Manufacturers’ Ass0cia- 
tion, H. S. Childs, Secy., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
St. Joseph, 

Kansas City Transportation Bureau of 
the Commercial lub, H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bldg., Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. _B. 
Jones, Secy., 95 State St., Albany. 
National Wholesale Grocers’ Association, 


A. H. Beckman, Secy., 6 Harrison S8t., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Secy., Cleveland. 


TRAFFIC CLUBS 


The Traffic Club of New York, F. BE. Her- 
riman, Pres.: C. A. Swope, Secy. 
The Traffic Club of Chicago, John T. 
petockton, Pres.; Guy S. McCabe, Secy. 
he Traffic Club of Philadelphia, Edw. 
Knight, Pres.; H. C. Trumbower, Secy. 
The Traffic Club of St. Louis, C. R. Gray, 
Pres.; A. F. Versen, Secy.-Treas. 
The Traffic Club of Pittsburg, O. M. Ells- 
prorth, Pres.; T. J. Walters, Secy. 
he Transportation Club of Indianapolis, 
L. J. Blaker, Pres.; L. E. Stone, Secy. 
he Transportation Club of Loulsville, 
Ry Irwin, Pres.; Fred H. Behring, 
The Transportation Club of Toledo, Thos. 
th onion, Pres.: L. G. Macomber, Secy. 
regratic Club of St. Paul, J. R. Jones, 
Th es.; A. L. Bowker, Secy. 
e Traffic Club of Newark, Chas. Mil- 
re uer, Pres.; E. G. Well, Secy. 
@ Transportation Club of Detroit, Mich. 
a, W. Parker, Pres.: W. R. Hurley, 


The Railroad Club of Kansas City, Mo. 
mga L. Marens, Pres.; Claude Man- 
ove, Secy. 
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COMPLAINTS BEFORE COMMISSION 





Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


Allen, H. C., of Buffalo, N. Y., vs. P. 


R, R. and Erie R. R. (3777). 
Complainant alleges that the 
charges of $40.56 assessed and col- 
lected by defendants on a shipment 
of hemlock bark between Haukins, 
N. Y., and Newberry, Pa., is ex- 
cessive, unreasonable and _ unjust, 
and prays that after due hearing and 
investigation defendants may be 
made to answer such charges, vO 
cease and desist from said violation, 
to put in force more reasonable and 
just rates and asks reparation in the 


9°77 


sum of $3.77. 


Arkansas Fertilizer Co. vs. B. & O., 


B. & O. S. W., St. L. & S. F. and 
C. R. I. & P. (3758). 

Complainant alleges that during 
January, 1907, it shipped one car- 
load of muriate of potash or potash 
salt from Locust Point, Md., to 
Little Rock, Ark., at a rate of 25 
cents per 100 Ibs., charges assessed 
and collected $140. 

Complainant alleges that the de- 
fendants demanded and received an 
extra charge of $168, which charge 
Was excessive, unreasonable and 
unjust. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violations, to put in force 
more reasonable and just rates 


and asks reparation in the sum of 
$168. 


Bancroft Whitney Co. vs. Cc. N. O 


& T. P. P.. Ala. Gt. Sou.’N. 0. & 
N. E., M. La. & Tex.. Wabash, 


Sou. Pac. and various other roads 
(3785). 

Complainant alleges that on May 
19, 1909, it shipped from Cincin- 
natti, O., to San Francisco, Cal., 
a consignment of stereotype plates; 
that on Sept. 9, 1910, it shipped 
from St. Louis, Mo., to San Fran- 
cisco, Cal., a consignment of stereo- 
type plates; at a rate of $3.20 
per 100 Ibs. on each shipment. 

Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease and desist from said vio- 
lation. to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $311.96. 


Belknap, C. C., The, Glass Co., vs. 


P&RN. Y.C. &F.R., LS. & 
M. S., C. M. & St. P. and C. M. & 
P. S. (3760). 

Complainant alleges that on or 
about August 14, 1909, it shipped 
ten boxes of glass prism panels 
from Philadelphia, Pa., to Seattle, 
Wash., charges assessed and col- 
lected $237.90, at a rate of $2.60 
per 100 lbs. Complainant alleges 


Crescent Coal 


that the rates charged’ by defend- 
ants were excessive, unreasonable 
and unjust and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, to cease and desist from 
said violations, to put in force 
more reasonable and just rates and 
asks reparation in the sum of 
$36.60, with interest. 


Carstens Packing Co., The, vs. Union 


Pac., O. S. L., Ore.-Wash. R. R. & 
Nav. Co. and Nor Pac, (3778). 
Complainant alleges that the rates 
charged by defendants from Colo- 
rado, Utah and Wyoming points to 
Tacoma, Wash., are excessive, un- 
reasonable and unjust, and gives 
butchers and packers located at 
Omaha, Neb., Kansas City, Mo., and 


Chicago, Ill., an unjust advantage 
over complainant. 
Complainant alleges that reason- 


able rates from points on lines of 
defendants in Colorado, Wyoming 
and Utah to Tacoma, Wash.. should 
not exceed 50 per cent of the rate as 
published by defendants. 

Complainant alleges that the rates 
charged by defendants from points in 
Montana, Idaho and Oregon to Ta- 
coma, Wash., are excessive, unrea- 
sonable and unjust and should not 
exceed from 50 to 75 per cent of the 
rates published by defendants. 

Complaint prays that after due 
hearing and investigation defendants 
may be made to answer. such 
charges, to cease and desist from 
said violation, and to put in force 
such rates as the Commission may 
deem complainant entitled to in the 
premises. 


& Mining Co., Chi- 
cago, Ill., vs. B. & O. R. (38770). 

Complainant alleges that during 
the months of January and Febru- 
ary, 1909, it paid defendant $1,702, 
this charge being assessed for de- 
murrage on certain cars of coal 
shipped from points in Pennsyl- 
vania to Chicago, Ill., and thence 
reconsigned to the C. & N. W. 
Railroad. Complainant alleges that 
as the holding of these cars oc- 
curred without fault of complain- 
ant and was unavoidable, due to 
conditions beyond control of ship 
per and carrier alike, this demur- 
rage charge is excessive, unrea- 
sonable and unjust. Complainant 
prays that after due hearing and 
investigation defendant be made to 
answer such charges, to cease and 
desist from said violation, and to 
put in force such rates and charges 
as the Commission may deem rea- 
sonable and just, and for such 
other practice in assessing demur- 
rage charges as the Commission 
may deem to be-reasonable and 
just. Complainant asks for repa- 
tion in the sum of $1,702. 
















































































































































































































































































































































Guerin, Gallagher and Barrett, 
1406 Tribune building, Chicago, III. 


Crescent Lumber Co. vs. N. O. M. 


& C., Ala. & Vicks., M. & O., C. C. 
C. & St. Land Mich. Cent. (3762). 

Complainant alleges that on Jan. 
29, 1910, it shipped one carload of 
yellow pine lumber from Stalle, 


Miss., to Detroit, Mich., charges 
assessed and collected, $152.92. 
Complainant alleges that rates 


charged by defendants were ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, to put in force more reason- 
able and just rates and asks repa- 
ration in the sum of $19. 


Crescent Lumber Co. vs C. C. GC. & 


St. L., P. C. C. & St. L, and M. & O. 
railroads (3763). 

Complainant alleges that on 
Nov. 20, 1908, it shipped one car- 
load of yellow pine lumber from 
Lauderdale, Miss., to Cairo, IIL, 
and thence reconsigned to Sabina, 
O., charges assessed and collected, 
$129.28. Complainant alleges that 
rates charged by defendants are 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, and to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $28.28. 
Dueber Watch Case Mfg. Co., The, 
vs. St. L. & S. F., Terminal R. R. 
Assn. of St. Louis, C. & E. I. and 
P. R. R. (3783). 

Complainant alleges that on the 
16th day of October, 1909, it re- 
ceived at Camden, .O., six barrels 
of lead ore, shipped from Joplin, 
M charges assessed and _ col- 
le $81.09, at rate of $1.45 per 
1¢ %. 

u *-inar 
rate, 


-“eges that the 
“endants were 
excess. ~d unjust, 
and prays th.’ after hearing 
and investigation defenu ; 8 
be made to answer such charges, 
to cease and desist from said vio- 
lation, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $29.97, 
with interest. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Ill. 

Getty Hirsch, Mrs., of Marble, Ark., 
vs. Erie R. R., Chi. & Erie, Wa- 
bash, P. R. R., C. R. I. & P., Sou. 
Ry., St. L. I. M. & S. and various 
other lines (3773). 

Complainant alleges that in the 
course of her business, on certain 
dates, she received at Marble, Ark., 
shipments of boots and shoes from 
Endicott, N. Y. Complainant al- 
leges that the rates charged by 
defendants were excessive, unrea- 
sonable and unjust, and put her to 
a great disadvantage in the mar- 
keting of her products. 

Complainant prays that after due 
hearing and investigation defend- 

ants may be made to answer such 


Goodman Mfg. Co. vs. 


Houston Packing Co., 
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charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $8.41. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security bldg., Chi- 
cago, Ill. 


Pe ae 
St. L. and Vandalia R. R. (3782). 

Complainant alleges that on July 
10, 1909, it shipped from Chicago, 
Ill., to Collinsville, [ll., two car- 
loads of machinery, charges as- 
sessed and collected $93, at rate 
of 15.5c per 100 lbs. 

Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease and desist from said vio- 
lation, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $6.29. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Til. 


The, of Hous- 
Tez. E& N. O, La. 
West., Beaumont, Sour Lake & 
Western, N. O. Tex. & Mex. and 
various other roads (3774). 

Complainant alleges that, effective 
Oct. 11, 1910, defendants issued 
tariffs increasing rates on packing 
house products, carload, from Hous- 
ton, Tex., to Lake Charles, La., 
from 20c to 32c per 100 Ibs.; that 
defendants exact a rate on fresh 
meats, C. L., from Houston, Tex., 
to Lake Charles, La., of 35c per 
100 Ibs.; that, effective Oct. 15, 
1910, defendants issued tariffs in- 
creasing the rates on packing 
house products from Houston, Tex., 
to New Orleans, La., from 24c to 
32c per 100 Ibs., and effective June 
11, 1910, this rate was further 
advanced to 36c per 100 Ibs.; 
that, effective April 15, 1910, de 
fendants increased their rates on 
fresh meats from Houston, Tex., 
to New Orleans, La., from 32c to 
40c per 100 Ibs. Complainant al- 
leges that the increases in rates 
made by defendants are wunrea- 
sonable, excessive and unjust, and 
subjects complainant and its traffic 
and the vicinity of Houston, Tex.., 
to undue prejudice and disadvan- 
tage and gives to other shipping 
points an unjust advantage over 
Houston, Tex. 

Complainant prays that after 
due hearing and investigation de- 
fendants may be made to answer 
such charges, to cease and desist 
from said violation, to re-establish 
and put in force such rates as 
the Commission may consider com- 
plainant entitled to, and asks rep- 
aration in the sum of $1,131.50, and 
such other sums as may accrue 
between Nov. 30, 1910, and the date 
on which the Commission may 
establish and put in force more 
reasonable and just rates. 


ton, Tex., vs. 


Iola Wholesale Grocery Co. vs. G. 


H. & S. A. and Union Pac. et al. 
(3761). 
Complainant 


alleges that on 
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March 38, 1909, it shipped from 
Markham, Tex., one carload of 
cleaned rice to Pocatello, Ida. That 
on Sept. 2, 1909, it shipped from 
Beaumont, Tex., one carload of 
cleaned rice to Pocatello, Ida., ang 
that on Jan. 7, 1910, it shipped 
from Lake Charles, La., one car. 
load of cleaned rice to Pocatello. 
Ida., and on Feb. 5, 1910, it shippeg 
from Lake Charles, La., to Poca. 
tello, Ida., one carload of cleaned 
rice. 


Complainant alleges that defendants 
charged them a rate on said ship 
ments of $1.32 per 100 Ibs., which 
rate is excessive, unreasonable and 
unjust. Complainant prays _ that 
after due hearing and investigation 
defendants be made to answer 
such charges, to put in force more 
reasonable and just rates and asks 
reparation in the sum of $500. 


Iola Portland Cement Co., The, ys. 
M. K. & T., Union Pac., Colo. & 
Sou. and Colo. & Wyo. (3756). 

Complainant alleges that in the 
course of its business the 
ants transported one car of Port- 
land cement from Iola, Kan., to 

Segundo, Colo., ignoring shipping 

instructions of complainant and 

causing the car to be unclaimed 
when it arrived at its incorrect 
destination. 

Complainant alleges that the 
fendants charged demurrage at the 
rate of $1 per day for 138 days. 
Complainant alleges that the de 
murrage charges of defendants 
were unreasonable and unjust and 
prays that after due hearing and 
investigation defendants may be 
made to answer such charges, to 
cease and desist from said viola 
tions, and asks‘ reparation in the 
sum of $138. 

C. L. Shepard, traffic manager 


Iowa Paint Manufacturing Co., The 
Fort Dodge, Ia., vs. Minn. & St. 
L. and Nor. Pac. (3772). 

Complainant alleges that on o 
about Dec. 28, 1907, it shipped one 


defend- 


car of mixed paints from For 
Dodge, Ia., to Butte, Mont., total 
charges assessed and _ collected 


$404.50. Complainant alleges that 
the rates charged by defendants 
were excessive, unreasonable and 
unjust, and prays that after due 
hearing and investigation defend 
ants be made to answer suc 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $110.2’. 
Kennedy & Co., The James K., YS 


Virginian R., Norf. & West. and 
Sou. Ry. (3784). 

Complainant alleges that on Feb: 
6, 1909, it shipped from Burgess 


Siding, W. Va., to Liverpool, Eng. 
one carload of lumber. 
Complainant alleges that the rate 
charged by defendant is excessivé, 
unreasonable and unjust and ' 
sulted in an overcharge of $61.46 
Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer su¢ 
charges, to cease and desist from 
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said violation, and asks reparation 
in the sum of $61.46. . 

Kirby, F. M., & Co., Corbitt Buggy 
Co. and the High Point Buggy 
Co. and Oettinger Buggy Co. vs. 
Pa. Cac. ©. ©. 2 a Le 
R. R., B. & O. R. R., Erie, Norf. 
& West. and various other roads 
(3768). 

Complainants allege that the F. 
M. Kirby Co. on certain dates re- 


ceived at Danville, Va., Columbia, 
S. C., Greenville, S. C., and Ral- 
eigh, N. C., shipments of glass- 
ware from various interstate 
points. Complainants allege that 
the Corbitt Buggy Co. received 


at Henderson, N. C., shipments of 
buggy dashes from Black Rock, 
N. Y. Complainants allege that 
the Oettinger Buggy Co. received 
at Greensboro, N. C., shipments of 
buggy dashes from Black Rock, 
N. Y. Complainants allege that 
the High Point Buggy Co. received 
at High Point, N. C., shipments 
of buggy dashes from Black Rock, 


N. Y. Complainants allege that 
the rates as charged by defend- 
ants are excessive, unreasonable 


and unjust and put complainants 
to a great disadvantage in the 
marketing of their products. Com- 
plainants pray that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force 
more reasonable and just rates 


and asks reparation in the sum 
of $23.15. 
G. M. Stephens, 1210 Security 


building, Chicago, III. 


Lininger Implement Co., The, vs. C. 
& N. W., C. R. I. & P., Elgin J & 
E., Grand Trunk Western, Mich. 


Cent. and the Pontiac O. & N. 
3757 

Complainant alleges that on 
March 13, 1909, it shipped three 


automobiles in one car from 
tiac, Mich., to Omaha, 

charges assessed and 
$135; that on Feb. 2, 1910, it 
shipped three automobiles in one 
ear from Pontiac, Mich., to Omaha, 
Neb., charges assessed and _ col- 
lected $141.51; that on Dec. 17, 
1909, it shipped three automobiles 
in one car from and to same points, 


Pon- 
Neb., 
collected 


charges assessed and _ collected 
$126.92. 
Complainant alleges that the 


charges as assessed and collected 
by defendants are excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants may be made to 
answer such charges, to cease and 
desist from said violations, to put 
In force more reasonable and just 
rates, and asks reparation in the 
sum that is in excess of such law- 
ful and reasonable rates as Com- 
Mission may deem proper in the 
premises, 

Michigan Railroad Commission, Rail- 
Toad Commission of Indiana and the 
Railroad Commission of Ohio vs. P. 
R. R. P. C. C. & St. L., Pa. Co., 
N. Y. C, & H. Ro h@.: Me 


Olive-Sternenburg Lbr. Co. vs. 
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Cc. Cc. Cc. & St. L., B. & O., Erie, 
Pere M. and C. H. & D. (0/75). 

Complainants allege that defend- 
ants in assessment of charges for 
the transportation of property, use 
and are governed by the Official 
Classification, whereby all commodi- 
ties are grouped into six classes, 
numbered from first class to sixth 
class respectively. 

Complainants allege that by rea- 
son of the great variance in weight, 
bulk and value of property trans- 
ported the six classes so designated 
are inadequate and insufficient to 
provide reasonable and just rates uf 
freight. 


Complainants pray that after due’ 


hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violation, and that defendants 
may be made to make their classi- 
fication of weight adequate by the 
addition of one or more classes to 
the number now in use in tne Official 
Classification. 

Tex. 
& West 
oa a ee 
various other 


& N. O., Houston East 
Tex., K. ©." Boe.. 
Union Pac. and 
roads (3795). 

Complainant alleges that during 
the period from Aug. 24, 1908, un- 
til Aug. 1, 1910, it shipped from 
Olive, Tex., 66 carloads of yellow 
pine lumber and kindred products, 
at rate of 26.5c per 100 Ibs. 

Complainant alleges that the 
rates charged by defendants are 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease And desist from said vio- 
lation, and asks reparation in the 
sum of $468.29. 


Ottumwa Box Car Loader Co. Vs. 
Wabash and Ill. Cent. (3781). 

Complainant alleges that on the 
8th of September, 1909, it shipped 
from Ottumwa, Ia., to Independence, 
La., a consignment of iron beams, 
plates and bolts, charges assessed 
and collected $60.84, at a rate of 
77c per 100 Ibs. 

Complainant alleges 
rates charged by defendants were 
excessive, unreasonable and unjust, 
and put complainant to a great dis- 
advantage in the marketing of its 
products. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges. to cease and desist from 
said violation, to put in force more 
reasonable and just rates. and asks 
reparation in the sum of $9.24. 

Phillips, A. J., vs. Grand Trunk, C. B. 
& Q., M. K. & T., St. L. & S. F. and 
various other roads (3779). 
Complainant alleges that on Febru- 
ary 27, 1906, he shipped a consign- 
ment of screen doors and window 
screens from Fenton, Mich., to Gal- 
veston, Tex.. and that on May 31. 
1906, he shipped a consignment of 
screen doors and window screens 
from Fenton, Mich., to San Antonio 
Tex., charges assessed and collected 
on both shipments being $420.11. 


that the 


Spanley, 





173 


Complainant alleges that the rates 
charged by defendants were ex- 
cessive, unreasonabe and unjust and 
prays that after due hearing and in- 
vestigation defendant may be made 
to answer such charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $134.50. 


Railroad Commission of Nevada, The, 


vs.. Nev.-Cal.-Ore. Ry. Co., and 
Sierra Valleys Ry. Co. (3786). 
Complainant alleges that the 


class and commodity rates between 
Reno, Nev., and all points on Nev.- 
Cal.-Ore. Ry. and Sierra Valleys 


Ry. are excessive, unreasonable 
and unjust, as they exceed the 
rates between same points that 


are now being accepted on freight 
originating at San Francisco, Sac- 
ramento, Marysville and other Pa- 
cific Coast points. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and for 
such further orders as the Com- 
mission may deem complainant 
entitled to. 

R. P. Stoddard and H. F. Bar- 
tine, attorneys for complainant. 


Railroad Commission of Washington 


vs. Nor. Pac., Gt. Nor., O. R. & N. 
and the C., M. & Puget S. (3769). 
Complsinant alleges that the de- 
fendants discriminate against South 
Tacoma, Wash., on in-and-out 
bound shipments in favor of the 
other sections of Tacoma; that de- 
fendants carry freight through Ta- 
coma, Wash., in order to make a 
charge on a back delivery through 
South Tacoma. Complainant al- 
leges that the rates charged to 
South Tacoma should be the same 
as those to Tacoma, and prays 
that after due hearing and inves- 
tigation defendants may be made 
to answer such charges, to cease 
and desist from said violation, to 
put in force joint rates to South 
Tacoma, such rates not to exceed 
the rates to Tacoma, Wash., and 
for such further order as the Com- 
mission may deem the complain- 
ant entitled to. 
Smith Grain Co., The Percy C., vs. 
St. L. & S. F. (3759). 

Complainant alleges that on vari- 
ous dates it shipped from Kansas 
City certain carload shipments of 
grain to points in Louisiana, Ar- 
kansas, Alabama and Mississippi. 

Complainant alleges that the 
rates charged by defendant were 
excessive, unreasonable and unjust, 
and in violation of “The Act to 
Regulate Commerce.” Complainant 
prays that after due hearing and 
investigation defendant may be 
made to answer such charges, to 
cease and desist from said viola- 
tions, to put in force more reason- 
able and just rates, and asks rep- 
aration in the sum of $50 with in- 
terest at 6 per cent. 

Charles A., and John &E. 
O’Connor vs. Wabash, L. S. & M. &., 
Sou. Ry. and P. R. R. (3776). 

Complainants allege that on July 
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Guerin, Gallagher and Barrett, 
1406 Tribune building, Chicago, Ill. 
Crescent Lumber Co. vs. N. O. M. 
& C., Ala. & Vicks., M. & O., C. C. 
Cc. & St. L. and Mich. Cent. (3762). 

Complainant alleges that on Jan. 
29, 1910, it shipped one carload of 
yellow pine lumber from Stalle, 
Miss., to Detroit, Mich., charges 
assessed and collected, $152.92. 
Complainant alleges that rates 
charged by defendants were ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, to put in force more reason- 
able and just rates and asks repa- 
ration in the sum of $19. 


Crescent Lumber Co. vs C. C. C. & 
St. L., P. C. C. & St. L, and M. & O. 
railroads (3763). 

Complainant alleges that on 
Nov. 20, 1908, it shipped one car- 
load of yellow pine lumber from 
Lauderdale, Miss., to Cairo, IIl., 
and thence reconsigned to Sabina, 
O., charges assessed and collected, 
$129.28. Complainant alleges that 
rates charged by defendants are 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, and to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $28.28. 

Dueber Watch Case Mfg. Co., The, 
vs. St. L. & S. F., Terminal R. R. 
Assn. of St. Louis, C. & E. I. and 
P. R. R. (3783). 

Complainant alleges that on the 
16th day of October, 1909, it re- 
ceived at Camden, O., six barrels 
of lead ore, shipped from Joplin, 
Mo., charges assessed and _ col- 
lected $81.09, at rate of $1.45 per 
100 Ibs. 

Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease and desist from said vio- 
lation, to put in force more rea- 
scnable and just rates, and asks 
reparation in the sum of $29.97, 
with interest. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Ill. 

Getty Hirsch, Mrs., of Marble, Ark., 
vs. Erie R. R., Chi. & Erie, Wa- 
bash, P. R. R., C. R. I. & P., Sou. 
Ry., St. L. I. M. & S. and various 
other lines (3773). 

Complainant alleges that in the 
course of her business, on certain 
dates, she received at Marble, Ark., 
shipments of boots and shoes from 
Endicott, N. Y. Complainant al- 
leges that the rates charged by 
defendants were excessive, unrea- 
sonable and unjust, and put her to 
a great disadvantage in the mar- 
keting of her products. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 


Goodman Mfg. Co. vs. 


charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $8.41. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security bldg., Chi- 
cago, Ill. 


Pr. ©: 6. & 
St. L. and Vandalia R. R. (3782). 

Complainant alleges that on July 
10, 1909, it shipped from Chicago, 
Ill., to Collinsville, [ll., two car- 
loads of machinery, charges as- 
sessed and collected $93, at rate 
of 15.5c per 100 Ibs. 

Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease and desist from said vio- 
lation, to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $6.29. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
eago, Til. 


Houston Packing Co., The, of Hous- 


ton, Tex., vs. Tex. & N. O., La. 

West., Beaumont, Sour Lake & 

Western, N. O. Tex. & Mex. and 

various other roads (3774). 
Complainant alleges that, effective 

Oct. 11, 1910, defendants issued 

tariffs increasing rates on packing 

house products, carload, from Hous- 
ton, Tex., to Lake Charles, La., 
from 20c to 32c per 100 Ibs.; that 
defendants exact a rate on fresh 
meats, C. L., from Houston, Tex., 
to Lake Charles, La., of 35c per 

100 Ibs.; that, effective Oct. 15, 
1910, defendants issued tariffs in- 
creasing the rates on packing 
house products from Houston, Tex., 
to New Orleans, La., from 24c to 
32c per 100 lbs., and effective June 
11, 1910, this rate was further 
advanced to 36c per 100 Ibs.; 
that, effective April 15, 1910, de 
fendants increased their rates on 
fresh meats from Houston, Tex., 
to New Orleans, La., from 32c to 
40c per 100 Ibs. Complainant al- 
leges that the increases in rates 
made by defendants are wunrea- 
sonable, excessive and unjust, and 
subjects complainant and its traffic 
and the vicinity of Houston, Tex., 
to undue prejudice and disadvan- 
tage and gives to other shipping 
points an unjust advantage over 
Houston, Tex. 

Complainant prays that after 
due hearing and investigation de- 
fendants may be made to answer 
such charges, to cease and desist 
from said violation, to re-establish 
and put in force such rates as 
the Commission may consider com- 
plainant entitled to, and asks rep- 
aration in the sum of $1,131.50, and 
such other sums as may accrue 
between Nov. 30, 1910, and the date 
on which the Commission may 
establish and put in force more 
reasonable and just rates.’ 

Iola Wholesale Grocery Co. vs. G. 
H. & S. A. and Union Pac. et al. 
(3761). 

Complainant 


alleges that on 
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March 3, 1909, it shipped from 
Markham, Tex., one carload of 
cleaned rice to Pocatello, Ida. That 
on Sept. 2, 1909, it shipped from 
Beaumont, Tex., one carload of 
cleaned rice to Pocatello, Ida., and 
that on Jan. 7, 1910, it shipped 
from Lake Charles, La., one car. 
load of cleaned rice to Pocatello, 
Ida., and on Feb. ‘5, 1910, it shipped 
from Lake Charles, La., to Poca- 
tello, Ida., one carload of cleaned 
rice. 


Complainant alleges that defendants 
charged them a rate on said ship 
ments of $1.32 per 100 Ibs., which 
rate is excessive, unreasonable and 
unjust. Complainant prays _ that 
after due hearing and investigation 
defendants be made to answer 
such charges, to put in force more 
reasonable and just rates and asks 
reparation in the sum of $500. 


Iola Portland Cement Co., The, ys. 
M. K. & T., Union Pac., Colo. & 
Sou. and Colo. & Wyo. (3756). 

Complainant alleges that in the 
course of its business the defend. 
ants transported one car of Port- 
land cement from Iola, Kan., to 
Segundo, Colo., ignoring shipping 
instructions of complainant and 
causing the car to be unclaimed 
when it arrived at its incorrect 
destination. 

Complainant alleges that the de- 
fendants charged demurrage at the 
rate of $1 per day for 138 days. 
Complainant alleges that the de 
murrage charges of defendants 
were unreasonable and unjust and 
prays that after due hearing and 
investigation defendants may be 
made to answer such charges, to 
cease and desist from said viola: 
tions, and asks’ reparation in the 
sum of $138. 

C. L. Shepard, traffic manager. 


Iowa Paint Manufacturing Co., The, 
Fort Dodge, Ia., vs. Minn. & St. 
L. and Nor. Pac. (3772). 

Complainant alleges that on o 
about Dec. 28, 1907, it shipped one 
car of mixed paints from Fort 
Dodge, Ia., to Butte, Mont., total 
charges assessed and_ collected 
$404.50. Complainant alleges that 
the rates charged by defendants 
were excessive, unreasonable and 
unjust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $110.27. 

Kennedy & Co., The James K., VS 
Virginian R., Norf. & West. and 
Sou. Ry. (3784). 

Complainant alleges that on Feb. 
6, 1909, it shipped from Burgess 
Siding, W. Va., to Liverpool, Eng., 
one carload of lumber. 

Complainant alleges that the rate 
charged by defendant is excessiv® 
unreasonable and unjust and "© 
sulted in an overcharge of $61.6. 
Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer SUC 
charges, to cease and desist from 
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Kirby, 





said violation, and asks reparation 
in the sum of $61.46. : 


F. M., & Co., Corbitt Buggy 
Co. and the High Point Buggy 
Co. and Oettinger Buggy Co. vs. 
Pa. CG. we ce oe Las Pk. 
R. R., B. & O. R. R., Erie, Norf. 
& West. and various other roads 
(3768). 

Complainants allege that the F. 
M. Kirby Co. on certain dates re- 
ceived at Danville, Va., Columbia, 
Ss. C., Greenville, S. C., and Ral- 
eigh. N. C., shipments of glass- 
ware from various interstate 
points. Complainants allege that 
the Corbitt Buggy Co. received 
at Henderson, N. C., shipments of 
buggy dashes from Black Rock, 
N. Y. Complainants allege that 
the Oettinger Buggy Co. received 
at Greensboro, N. C., shipments of 
buggy dashes from Black Rock, 
N. Y. Complainants allege that 
the High Point Buggy Co. received 
at High Point, N. C., shipments 
of buggy dashes from Black Rock, 
N. Y. Complainants allege that 
the rates as charged by defend- 
ants are excessive, unreasonable 
and unjust and put complainants 
to a great disadvantage in the 
marketing of their products. Com- 
plainants pray that after due 
hearing and investigation defend- 
ants be made to answer. such 
charges, to cease and desist from 
said violation, to put in force 
more reasonable and just rates 
and asks reparation in the sum 
of $23.15. 

G. M. Stephens, 1210 Security 
building, Chicago, Il. 


Lininger Implement Co., The, vs. C. 


& N. W., C. R. I. & P., Elgin J & 
E., Grand Trunk Western, Mich. 
Cent. and the Pontiac O. & N. 


Complainant alleges that on 
March 13, 1909, it shipped three 
automobiles in one car from Pon- 
tiac, Mich., to Omaha, Neb., 
charges assessed and _ collected 
$135; that on Feb. 2, 1910, it 
shipped three automobiles in one 
car from Pontiac, Mich., to Omaha, 
Neb., charges assessed and _ col- 
lected $141.51; that on Dec. 17, 
1909, it shipped three automobiles 
in one car from and to same points, 
charges assessed and_ collected 
$126.92. 


Complainant alleges that the 
charges as assessed and collected 
by defendants are excessive, un- 
Tfeasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants may be made to 
answer such charges, to cease and 
desist from said violations, to put 
in force more reasonable and just 
tates, and asks reparation in the 
sum that is in excess of such law- 
ful and reasonable rates as Com- 
mission may deem proper in the 
Premises, 

Michigan Railroad Commission, Rail- 
toad Commission of Indiana and the 
Railroad Commission of Ohio vs. P. 
| R., P. C. C. & St. L., Pa. Co., 
‘\.Y.C. & H.R. L. Ss. & M. S., 


Olive-Sternenburg Lbr. Co. vs. 
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c: Cc. \ & S ki, B & 0. Brie, 
Pere M. and C. H. & D. (0/75). 

Complainants allege that defend- 
ants in assessment of charges for 
the transportation of property, use 
and are governed by the Official 
Classification, whereby all commodi- 
ties are grouped into six classes, 
numbered from first class to sixth 
class respectively. 

Complainants allege that by rea- 
son of the great variance in weight, 
bulk and value of property trans- 
ported the six classes so designated 
are inadequate and insufficient to 
provide reasonable and just rates of 
freight. 

Complainants pray that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violation, and that defendants 
may be made to make their classi- 
fication of weight adequate by the 
addition of one or more classes to 
the number now in use in tne Official 
Classification. 

Tex. 
& West 
i a. 2 re 
various other 


& N. O., Houston East 
,, oo a |e 
Union Pac. and 
roads (3795). 

Complainant alleges that during 
the period from Aug. 24, 1908, un- 
til Aug. 1, 1910, it shipped from 
Olive, Tex., 66 carloads of yellow 
pine lumber and kindred products, 
at rate of 26.5c per 100 Ibs. 

Complainant alleges that the 
rates charged by defendants are 
excessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease And desist from said vio- 
lation, and asks reparation in the 
sum of $468.29. 


Ottumwa Box Car Loader Co. vs. 


Wabash and Ill. Cent. (3781). 

Complainant alleges that on the 
8th of September, 1909, it shipped 
from Ottumwa, Ia., to Independence, 
La., a consignment of iron beams, 
plates and bolts, charges assessed 
and collected $60.84, at a rate of 
77c per 100 Ibs. 

Complainant alleges. that’ the 
rates charged by defendants were 
excessive, unreasonable and unjust, 
and put complainant to a great dis- 
advantage in the marketing of its 
products. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges. to cease and desist from 
said violation, to put in force more 
reasonable and just rates. and asks 
reparation in the sum of $9.24. 


Phillips, A. J., vs. Grand Trunk, C. B. 


& Q., M. K. & T., St. L. & S. F. and 
various other roads (3779). 
Complainant alleges that on Febru- 
ary 27, 1906, he shipped a consign- 
ment of screen doors and window 
screens from Fenton, Mich., to Gal- 
veston, Tex.. and that on May 31. 
1906, he shipped a consignment of 
screen doors and window screens 
from Fenton, Mich., to San Antonio 
Tex., charges assessed and collected 
on both shipments being $420.11. 


Spanley, 
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Complainant alleges that the rates 
charged by defendants were ex- 
cessive, unreasonabe and unjust and 
prays that after due hearing and in- 
vestigation defendant may be made 
to answer such charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $134.50. 


Railroad Commission of Nevada, The, 


vs. Nev.-Cal.-Ore. Ry. Co., and 
Sierra Valleys Ry. Co. (3786). 
Complainant alleges that the 


class and commodity rates between 
Reno, Nev., and all points on Nev. 
Cal.-Ore. Ry. and Sierra Valleys 


Py. are excessive, unreasonable 
and unjust, as they exceed the 
rates between same points that 


are now being accepted on freight 
originating at San Francisco, Sac- 
ramento, Marysville and other Pa- 
cific Coast points. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and for 
such further orders as the Com- 
mission may deem complainant 
entitled to. 

R. P. Stoddard and H. F. Bar- 
tine, attorneys for complainant. 


Railroad Commission of Washingtor 


vs. Nor. Pac., Gt. Nor., O. R. & N. 
and the C., M. & Puget S. (3769). 

Complsinant alleges that the de- 
fendants discriminate against South 
Tacoma, Wash., on in-and-out 
bound shipments in favor of the 
other sections of Tacoma; that de- 
fendants carry freight through Ta- 
coma, Wash., in order to make a 
charge on a back delivery through 
South Tacoma. Complainant al- 
leges that the rates charged to 
South Tacoma should be the same 
as those to Tacoma, and prays 
that after due hearing and inves- 
tigation defendants may be made 
to answer such charges, to cease 
and desist from said violation, to 
put in foree joint rates to South 
Tacoma, such rates not to exceed 
the rates to Tacoma, Wash., and 
for such further order as the Com- 


mission may deem the complain- 
ant entitled to. 
Smith Grain Co., The Percy C., vs. 


St. LL & S. F. (3759). 
Complainant alleges that on vari- 
ous dates it shipped from Kansas 
City certain carload shipments of 
grain to points in Louisiana, Ar- 
kansas, Alabama and Mississippi. 
Complainant alleges that the 
rates charged by defendant were 
excessive, unreasonable and unjust, 
and in violation of “The Act to 
Regulate Commerce.” Complainant 
prays that after due hearing and 
investigation defendant may be 
made to answer such charges, to 
cease and desist from said viola- 
tions, to put in force more reason- 
able and just rates, and asks rep- 
aration in the sum of $50 with in- 
terest at 6 per cent. 
Charles A., and John E. 
O’Connor vs. Wabash, L. S. & M. &S., 
Sou. Ry. and P. R. R. (3776). 
Complainants allege that on July 
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313, 1910, they shipped from Waka- 
tusa, Ind., to Williamsport, Pa., one 
earload of coiled elm hoops, charges 
assessed and collected $70.80. Com- 
plainants allege that the rates 
charged by defendants are excess- 
ive, umreasonabe and unjust and 
pray that after due hearing and in- 
vestigation defendants may be made 
to answer such charges, to cease and 
desist from said violations, and asks 
Tteparation in the sum of $20.40. 

Charles A. Spanley and John E. 
O’Connor. 


Spiegle, Geo. M., of Philadelphia, Pa., 
vs. Sou. Ry. (3789). 


Complainant alleges that the 
charges made by the Sou. Ry. for 
milling-in-transit privilege on lum- 
ber at Johnson City, Tenn., since 
May 16, 1910, are excessive, un- 
reasonable and unjust, and prays 
that after due hearing. and inves- 
tigation defendant may be made 
to answer such charges, to cease 
and desist from said violation, and 
to put in force such rates as the 
Commission may deem just in the 
premises. 


Stonega Coal & Coke Co. and the 
Blackwood Coal & Coke Co. vs. 
L. & N. Interstate R. R.. Va. & 
S. W. and C. C. C. & St. L. (3771). 


Complainant alleges that the de- 
fendant, L. & N. R. R. Co., refuses 
to make joint rates and through 
routes with the Interstate R. R. on 
lines of the Interstate R. R. and 
the L. & N., from Stonega, Osaka, 
Roda, Arno and Roaring Fork, Va., 
to points in Kentucky, to Cincin- 
nati, O., to points in Indiana and 
to points on the lines of the C. C. 
Cc. & St. L. Complainant alleges 
that the defendant L. & N. R. R. 
Co. refused to make through routes 
and joint rates with the Va. & S. W. 
from Keokee, Va., to points in 
Kentucky, to Cincinnati, O., to 
points in Indiana and to points on 
the C. C. C. & St. L. 

Complainant alleges that its in- 
ability to obtain through routes and 
joint rates causes great hardship 
and gives competitors in Wise and 


Sunderland Bros. 
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Lee counties an advantage over 
complainant. 

Complainant prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 


said violation, to put in force 
through routes and joint rates, and 
for such other order as the Com- 
mission may deem complainant en- 
titled to. 


Sunderland Bros. of Omaha, Neb., vs. 


M. K. & T., C. B. & Q. and Union 
Pacific (3764). 

Complainants allege that during 
the year 1909 they shipped from 
Chanute, Kan., to Wood River, 
Neb., and from Iola, Kan., to Elm 
Creek, Neb., certain consignments 
of portland cement, charges as- 
sessed and collected by defendants 
being $299.25. 


Complainants allege that the 
rates charged by defendants were 
excessive, unreasonable and un- 


just, and pray that after due hear- 
ing and investigation defendants 
may be made to answer’ such 
charges, to cease and desist from 
said violations, to put in force 
more reasonable and just rates, and 
asks reparation in the sum of 
$33.25 with interest at 6 per cent. 
of Omaha, Neb., 
ve, M. K..@&.T. and G-R..L. & P. 
(3765). 

Complainants allege that they 
shipped certain consignments of 
brick, C. L., from various points 
in Kansas to points in Iowa. Com- 
plainants allege that the rates as 
charged by defendants were ex- 
cessive, unreasonable and unjust, 
and pray that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to cease and desist from said vio- 
lations, to put in force more rea- 
sonable and just rates, and ask 
reparation in the sum of $89.68, 
with interest at 6 per cent. 


Sunderland Bros. vs. C. & N. W. 
(3766). 
Complainants allege that in the 


course of their business they con- 
signed certain shipments of sand 





State Board Changes Rates 





Austin, Tex., 


ary 3: 


Rape and vetch seed, Spanish peanuts, broomcorn 


January 27.—The state railroad com 
mission has issued the following orders, effective Febru- 


provided. 
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from Fremont, Neb., to West Side, 
Whiting and Arthur. Complainants 
allege that the rates charged by 
defendant were excessive, unrea- 
sonable and unjust, and pray that 
after due hearing and _ investiga- 
tion defendant may be made to an. 
swer such charges, to cease and 
desist from said violation, to put 
in force more reasonable and just 
rates, and asks reparation in the 
sum of $43.44, with interest at 6 
per cent. 

Tremont Lumber Co., The, vs. Tre. 
mont & Gulf, Vicks. S. & P., Hous. 
ton East & West Tex., and M. 
K. & T. (3791). 

Complainant alleges that on Dec. 
1, 1908, it shipped one log loader, 
from Eros, La., to Groveton, Tex. 
charges assessed and_ collected 
$425.70. 

Complainant alleges that the rate 
charged by defendants and the 
weight assessed by defendants on 
this shipment was excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants may be made to 
answer such charges, to cease and 
desist from said violations, to put 
in force more reasonable and just 
rates, and asks reparation in the 
sum of $128.21, or such other sum 
as the Commission may deem com- 
plainant entitled to. 


Young & Van Supply Co. of Bir 
mingham, Ala., vs. L. & N. (3767). 
Complainant alleges that on or 


about Oct. 14. 1910. it consigned 
a shipment of bar iron from Shef- 
field, Ala.,to Marbury, Ala., charges 
assessed and collected, $12.05, at 
rate of 49c per 100 Ibs. Complain- 
ant alleges that the rates charged 
by defendants were excessive, un- 
reasonable and unjust, and prays 
that after due hearing and inves- 
tigation defendant may be made 
to answer such charges, to cease 
and desist from said violations, to 
put in force more reasonable and 
just rates, and asks_ reparation 
in the sum of $6.56, or such 
other sum as the Commission may 
consider complainant entitled to. 





per 100 pounds from Houston, and from Galvesion 2% 
cents per 100 pounds, 

The following rates are to be established on the 
commodities named between Galveston and Beaumott, 
minimum weight 24,000 pounds, except where otherwise 
Rates at intermediate points are not affected: 





seed, beggar weed and bromis inermis and mica grit are 
added to the list of products carried in carloads and less 
under commodity tariff No. 2-B. 

Hereafter the Gulf, Colorado & Santa Fe and the 
Texas & Gulf railroads are to be considered as under 
the same management and control as concerns freight 
rates adopted and approved by the railroad commission. 

Commodity tariff No. 17-A to apply on sundry com- 
modities shipped in carloads and less between points in 
Texas, is amended so as to give news or print paper 
(but not paper suitable for ornamental or expensive 
printing), in bundles, crates or rolls, a rate of 22 cents 













































































Merchant iron, carloads, 8 cents per 100 pounds; wire, 
nails and staples, straight or mixed carloads, 9 cents pe 
100 pounds; iron articles, viz., angle, bar, band poiler, 
hoop, plate rod, skelp, sheet, tank, corrugated, channel, 
tees and zees, beams, columns and girders, rivets, nu‘, 
bolts and washers, straight or mixed carloads, § cen's 
per 100 pounds; horse and mule shoes and toe calks, 
straight or mixed carloads, 9 cents per 100 pounds; iron 
pipe and boiler tubes, carloads, 8 cents per 100 pounds; 
canned zoods, carloads, minimum weight 36,000 pounds, 
8 cents per 100 pounds; paints, chemical, white or red 
lead, dry or in oil, straight or mixed carloads, minimum 
weight 30,000 pounds, 11 cents per 100 pounds. 
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NEWSPAPER COMMENT 


Qn Railway and Other Questions of National and Local Interest. 





In these columns, we aim to give current newspaper comment on tive topics; the publication of an editoriai 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 





If the general discussion of the railroad rate contro- 
versy had been conducted always with the fairness, re- 
serve and good temper which characterize the article in 
the current issue of the Atlantic Monthly from the pen 
of President Ripley, of the Santa Fe System, the relations 
of the railroads and the people would hardly have been 
so seriously strained as they actually have been, and the 
settlement of the points in controversy would have been 
made far easier. Mr. Ripley makes a remarkably strong 
presentation of the railroad case and in support of the 
proposal to increase rates, but he makes his argument 
without ignoring the fact that the obligations resting on 
the railroads and the people are reciprocal, and that the 
“square deal” for which he pleads involves an ethical as 
well as a legal relationship. 

As to the evil effects upon the business of the country 
of the interruption of railroad improvements, consequent 
upon the uncertainty of their financial future, there can 
hardly be two opinions. Mr. Ripley figures that if the 
railroads of the country had spent as much in proportion 
for operation, additions and betterments during the last 
three years as they did in 1907, their expenditures in that 
period would have been about $400,000,000 larger than they 
were, and that if the railway construction had proceeded 
at the same proportion as in 1907, the new mileage would 
have been 7,200 miles greater than it was, involving an 
additional outlay of $300,000,000. In view of the fact that 
the transportation industry has greater ramifications than 
any other except agriculture, this curtailment of expendi- 
tures in three years to the amount of $700,000,000 un- 
doubtedly was one of the main influences for the protrac- 
tion of the industrial depression. 

Mr. Ripley presents an illuminating view of the con- 
ficting theories now prevalent as to the principles which 
should govern the making of railroad rates, and makes the 
Pertinent point that the policy of making the rates pro- 
Dortionate to the value.of the service, rather than to the 
cost, has built up the business of the country to its present 
Proportions. He freely admits that mistakes have been 
Made in the application of the value-of-the-service principle. 
but suggests that in this matter, as in the matter of re- 
bating, the public is as much to blame as the railroads. 
Laws have been conflicting and discriminating as well as 
rates, and it is unreasonable for the public to impose con- 
titions which the railroads cannot fulfil. The Interstate 
Commerce Act, for example, forbids unfair discrimination 
in rates, but it makes it a criminal conspiracy for the 
railroads to take the only action that will effectually pre- 
vent unfair discrimination. The Commission is given 
bower to reduce rates, but none to increase them, which 
{s not fair to the railroads, because unfair relation between 
two or more rates “‘may be due either to the fact that one 
Tate is too high or that some related rate is too low.” 


Until the law authorizes the railroads to enter into rea- 
sonable agreements as to rates, it will deny to them the 
“square deal” which the public demands for itself from 
the railroads. 

On the subject of the actual amount of the rates, it is 
shown that traffic cannot grow on excessive rates, that 
commerce and industry cannot thrive on them, and that 
it is to the interest of the railroads themselves that rates 
shall be reasonable. In point of fact, and making all al- 
lowance for the differences in transportation and industria] 
conditions in other countries, the rates of the American 
railroads are the lowest in the world. 

Especial emphasis is laid by Mr. Ripley on the propo- 
sition that while the railway service is public and is there- 
fore subject to public regulation, the ownership is private. 
Hence it is urged that it is unfair for the public to insist 
upon a right to limit the profits of the owners of the rail!- 
roads. To limit the profits of the railroads to the current 
rate of interest would deprive them of the rewards of 
and the incentive to good management, but, and what is 
far more serious, it would deprive the railroads of the 
means to meet the ever-increasing demands of the public 
for better service. These demands are grave and insistent, 
including not only the correction of physical defects and 
shortcomings, but provision for the extension and im- 
provements essential to the growth of commerce. The 
removal of grade crossings, provision of beautiful as well 
as convenient stations and faster freight service. Many of 
these requirements call for outlays which cannot directly in- 
crease earning power, or which do not reduce operating 
expenses to an extent sufficient to provide interest charges. 

Mr. Ripley says that if a railway is allowed to earn 
nothing over a “fair return,” it will have no earnings to 
invest in improvements, and it will be forced to make from 
capital improvements that do not increase earning capacity. 
This would result in a rapid increase of capitalization and 
bring the railroads of the United States to the same 
perilous position in which the British railways now find 
themselves, the British lines being capitalized—by reason 
of this policy—to the extent of $314,000 a mile, as com- 
pared with the American railway capitalization of $59,259 
per mile. His recommendation is that the American rail- 
roads should be allowed to earn as much to be spent on 
improvements as they pay out in dividends on a reason- 
able stock capitalization. Such a policy would increase 
and strengthen credit and enable the railroads to obtain 
the additional capital needed to increase earning capacity. 
Mr. Ripley does not think the past history of our railways 
justifies the fear that investments from earnings in im- 
provements will be subsequently capitalized and the pub- 
lic compelled to pay a return on them. It is because they 
have not done this in the past that the American railways 
are the most conservatively capitalized in the world, and 
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a moral obligation would rest upon them to deal fairly 
with the public in this respect. 

In conclusion, Mr. Ripley is of the opinion that up to 
a few years ago the public probably did its duty by the 
railways better than the railways did their duty by the 
public. The public was justified in growing incensed at 
abuses of railway management, but it has carried that 
resentment beyond the point of suppression of evils in 
management and indulged in fits of passion against the 
roads. Mr. Ripley suggests that the public shared the 
responsibility for the sins of the past, in the receipt of 
rebates and in the election of blackmailing corruptionists 
to legislative positions, and he thinks the public should 
meet the railways half way in the effort to avoid the use 
of improper measures to influence legislation. His conclu- 
sion of the whole matter is that the attitude’of the rail- 
roads has been changing, that their duty to the public is 
now more clearly recognized by their managers, and that 
the railroads have now the right to complain that “they 
are now doing their duty to the public much better than 
the public is doing its duty to them.” He adds: 

“As it is the duty of railway managers to remember 
and to act always in accordance with the fact that the rail- 
way is a public service corporation, so it is the correlative 
duty of the public always to remember and act in ac- 
cordance with the fact that the railway’s ownership is 
private; that the private persons who own it have the 
same right to demand protection in the enjoyment of their 
property rights as the owners of any other private prop- 
erty; and that unjust attacks on their property rights are 
just as immoral as attacks on the property rights of the 
manufacturer, the merchant or the farmer, and will, in the 
long run, react just as disastrously on the welfare of the 
country. The people can make the ownership as well as 
the service of our railways public if they wish to, and as 
long as they do not do so they cannot fairly treat them 
as if they were public property.” 

x“ * * 

Replying to those shippers of railroad freights and 
their attorneys who of late hold to the theory that the 
reasonableness or unreasonableness of rates is something 
that should be determined on company capitalization or 
construction cost, President W. W. Finley of the South- 
ern Railway Company told the Washington Traffic Club 
that there is nothing in such a contention—that it is 
merely a device intended to sustain the charge that the 
railroads are seeking rate increases only with a purpose 
to pay dividends on millions of “watered stocks,” so- 
ealled. He frankly admitted the right of the public to 
insure equality of rights in public highways and to pre- 
vent unreasonable or extortionate rates for transportation 
service, but the companies, he said, are prepared to 
demonstrate that neither as a matter of economics nor of 
sound public policy should “regulation” be carried any 
farther than now—and for these reasons: 

“The only just method of determining the reasonable- 
ness of transportation charges is to measure them by 
the service rendered; neither capitalization nor cost of 
railway construction, either as a matter of economics or 
practice, can have any bearing on the fixing of any spe- 
cific rate. 

“When this is established ‘it follows that whatever 
remains to a railway as the net result of its operation 
is the property it owns. If a railroad is so located that 
on account of high cost of construction, scarcity of traffic 
or other causes rates that are reasonable measured by 
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this standard yield little or no net return, that is the 
misfortune of the owners of the property. On the othe 
hand, if by reason of low cost of construction, density of 
traffic or other causes rates that are reasonable meas. 
ured by this standard yield substantial profits, that is 
the good fortune of the owners of the property. They 
have discharged their full duty to the public and are ep. 
titled to full use and enjoyment of their profits, in the 
same way that the owner of a farm or a factory is en- 
titled to all that he can make out of it.” 

If the public has had all its rights conserved in the 
operation of the railroad as a public utility company en- 
joying certain concessions from the people, the public 
has no right whatever to demand any portion of the 
company’s profits—for they belong to the investors with- 
out whose money the service would have been impossible 
at any price. If a tailor charges a “reasonable” price for 
fitting a man to a new suit of clothes and succeeds in 
fitting him, the buyer has no right to turn around and 
say: “Now, cut $10 off the bill, and I will pay it. You 
have incorporated your business and overcapitalized it 
and you have put entirely too much money into your 
building here and have been extravagant in fitting up 
your premises. So hand over to me that $10 as my por. 
tion of your profits and as your penalty for not having 
organized your business at the start according to my 
theories.” The customer would never get the $10, and if 
he escaped examination by a commission in lunacy pro- 
ceedings he would be lucky. 

Yet that is just what certain shippers are saying to 
the railroads when they tell them that their capitaliza- 
tion and the cost of construction are factors in deter- 
mining the reasonableness or the unreasonableness of a 
rate. 

‘“Reasonableness” is only a relative term. With 
coal $7 a ton at Drydump the rate may be wholly reason- 
able, while it might be actually extortionate for a ton of 
coal at Waterfront, only fifty miles away. It was not s0 
very many years ago that after much agitation of the 
subject a state railroad commission was secured fot 
Florida—and what was its first official act? To slap onto 
the Florida railroads, in “blanket” fashion, all the rates, 
rules and regulations of the Georgia railroad commission! 
Railroad traffic conditions in the two states were no more 
alike than are parchment and potatoes. There was 4 
mighty howl went up, of course. But the Florida officials 
argued calmly that the rates and the rules had proved 
satisfactory in Georgia and that “what was 
Georgia was good enough for Florida.” It had cost much 
more per mile to build the Florida roads than those it 
Georgia, they traversed a sparsely settled country, yield: 
ing little freight or passenger traffic except at widely se? 
arated points, and their business was then very largely 
only during the four months of the tourist season; recei’- 
erships were common, and some of the companies weré 
facing dissolution and the properties abandonment. [0 
Georgia things were vastly better. But it took months 
and years to get the Florida rates readjusted to anything 
like a “reasonable” basis for the railroads. The arg 
ments of some of the shippers’ attorneys to-day are 00 
more logical than was that of the Florida commission.— 
New York Commercial. 
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AUTHORIZES ISSUANCE OF BONDS. 


Albany, N. Y., January 27.—The public service com 
mission, second district, has authorized the Fonda, Jobn* 
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town & Gloversville Railroad Company to issue $380,000 
4% per cent fifty-year bonds, secured by its first con- 
solidated mortgage, the bonds to be sold at not less than 
g5 and the proceeds to be used for the payment of in- 
debtedness to the amount of $185,129.73, payment of vari- 
ous notes made for payment for pavements in Glovers- 
ville and Johnstown, new cars, cost of new carpenter 
shop at Gloversville, new railroad sidings at Amsterdam, 
ash track at power house at Tribes Hill and double-track- 
ing Main street in the city of Amsterdam. The author- 
gation is made upon the condition that the company 
shall credit to its capital account and charge to its sur- 
plus the sum of $22,000, the amount of replacement made 
in connection with the construction of the new double 
track in the city of Amsterdam. 


Switching Rate War on in Baltimore 





Baltimore, Md., January 27.—Efforts to reach an 
amicable settlement of the switching rate proposition by 
conference between the interested carriers and a com- 
representing various commercial and industrial 
associations of the city having apparently failed, it has 
been announced that the fight against the Pennsylvania 
and Baltimore & Ohio railroads will now be waged be- 
fore the public service commission of the state. 

According to the chairman of the shippers’ commit- 
tee, the railroads have declined to make any concessions 
other than those contained in their joint rate tariffs filed 
on November 15 last, in which the railroads made a re- 
duction of about 60 per cent for switching. This conces- 
sion was not satisfactory to the committee, being, it is 
claimed, still greatly in excess of the amount charged for 
similar services in. other cities. 

It is contended that there has been no reduction in 
the cost for interstate or local switching of cars from one 
road to another. It is averred that the charge for switch- 
ing cars from one station to another in and around Balti- 
more ranges from $20 to $60 per car, and in some in- 
stances more; that the average distance is three and one- 
half miles to eight miles. It is said that the average cost 
in most other cities for similar services is $4 per car. 


mittee 


REDUCED BERTH RATES TO BE FILED. 


Washington, D. C., January 27.—The Commission has 
been officially informed by the Pullman. Company that 
its complete interstate tariffs issued in accordance with 
the orders of the Commission dated December 15, 1910, 
in the Loftus cases, will be sent to the Commission im- 
mediately, said tariffs to be effective February 1, 1911, on 
one day’s notice. 





‘Surplus Continues to Grow 





A further increase in the: number of idle cars is 
shown in the latest fortnightly statement of surpluses 
ind shortages issued by the committee on relations be- 
tween railroads of the American Railway Association. 

In making public this bulletin, No. 87-A, Arthur Hale, 
chairman of the committee, says: 

“The surplus totals 122,297 cars, an increase during 
the two weeks of 11,865 cars. 

“The increase in surplus coal cars is 11,310, while 
the box car surplus decreased 832 cars, the latter due 
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chiefly to the increased demand for this class in Groups 
6 (Northwestern), 10 (Pacific) and 11 (Canadian). In 
the latter group a surplus of 4,771 cars reported two 
weeks ago has been almost entirely wiped out. 

“The shortage shows a slight reduction, although 
there are some increases in the box car shortage in 
Groups 6 (Northwestern) and 11 (Canadian).” 

A summary of the total surpluses and shortages from 


September 29, 1909, to January 18, 1911, follows: . 
SURPLUSES. 
Coal, 
Gondola 
No. of and Other 

Date— Roads Box Flat Hopper Kinds Total 
Jan. 18, 1911.... 154 38,529 9,362 45,793 28,613 122,297 
Jan. 4, 1911.... 161 39,361 8,626 34,483 27,962 110,432 
Dec. 7, 1910.... 159 16,795 3,885 10,781 22,454 53,915 
Nov 23, 1910.... 152 12,368 3,506 7,249 19,943 43,066 
Oct. 26, 1910.... 152 8,257 2,024 5,778 138,072 29.131 
Sept. 28, 1910.... 143 12,144 3,394 7,871 19,060 42,469 
Aug. 31, 1910.... 155 20,315 3,488 14,108 22,111 60,022 
July 20, 1910.... 152 58,867 3,433 37,219 35,075 134,594 
June 22, 1910.... 158 59,611 3,237 28,762 34,034 125,644 
May ao, Bele. ..e Eee 48,326 3,284 29,888 33,892 115,390 
April 27, 1910.... 159 29,366 4,753 44,391 23,575 102,085 
March 30, 1910.... 150 15,834 6,116 7,400 16,322 45,672 
Feb. 16, 1910.... 148 14,990 6,447 8,660 15,416 45,513 
Jan, LUs Bea cca, Lan 22,842 8,417 7,819 12,75 51,836 
Dec. 23, Wee... I 24,284 7,595 7,213 19,262 58,354 
Nov. 24, 1909.... 163 17,538 4,091 5,628 12,271 39,528 
Oct. 27, 1909.... 174 138,029 3,090 5,287 9,490 30,896 
Sept. 29, 1909.... 174 22,330 3,821 11,239 15,998 53,388 

SHORTAGES. 
Coal, 
Gondola 
No. of and Other 

Date— Roads Box Flat Hopper Kinds Total 
Jan, 18, 1911.... 154 715 509 363 890 2,477 
Jan. a; DOA. ie 1,064 987 160 1,297 3,508 
Dec. 7, 39805... 5,435 1,093 3,199 2,174 11,901 
Nov. 3, 1910.... 162 7,305 1,191 4,230 1,947 14,673 
Oct. 26, 2920.4... ea 12,898 1,596 5,325 2,077 21,896 
Sept. 28, 1910.... 143 9,665 1,670 5,044 1,562 17,941 
Aug. 31, 1910.... 155 4,594 914 2,964 821 9,293 
July 20, 1910.... 1652 303 710 16 264 1,293 
June 22, 1910.... 158 523 862 934 410 2,729 
May 25, 1910.... 154 1,416 1,236 1,837 240 4,729 
April 27, 1910.... 153 1,778 1,587 1,544 857 5,766 
March 30, 1910.... 150 8,810 1,604 6,649 2,723 19,786 
Feb. 16, 1910.... 148 15,448 1,243 10,871 3,642 31,204 
Jan. 19, 1910.... 151 10,078 590 11,128 3,196 24,992 
Dec. ae. Se wee 2ee 10,947 1,021 8,562 3,524 24,054 
Nov. 24,1909.... 163 12,230 891 9,542 4,833 27,496 
Oct. 27, 1909.... 174 23,138 1,412 8,743 3,343 36,636 
Sept. 29, 1909.... 174 8,184 655 4,392 1,351 14,582 


ISSUES ORDER IN WESTERN CASE. 

Washington, D. C., January 27.—The Interstate Com- 
merce Commission has issued Special Order No. 13, 
governing the postponement of increased rates in West- 
ern Trunk Line, Trans-Missouri and Illinois Freight Com- 
mittee territories and the supplementing of these tar- 
iffs. The order is similar to that issued in the eastern 
case, Special Order No. 12, which described in 
the last issue of THe TRAFFIC WORLD. 


was 


Asks Suspension of Rate Advances 


Denver, Colo., January 27.—Formal application has 
been made to the Interstate Commerce Commission by 
the Denver chamber of commerce asking that the tariffs 
of Colorado terminal lines, canceling joint through rates 
with South Atlantic port lines, be suspended. The with- 
drawal of the concurrences in the joint through rail-and- 
water tariffs from the east is scheduled to become effect- 
ive February 13. 

Formerly the water and rail lines had a rate from 
Atlantic seaboard territory into Colorado which was 39 
cents lower than the allrail rates. This differential re 
cently was cut to 16 cents under the rates ordered by the 
Interstate Commerce Commission in the Denver rate case. 
By the withdrawal of the concurrences referred to this 
differential further will be reduced to 10 cents. 

The situation is further complicated by the fact that 
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the water and rail lines which operate through Galveston 
gateway propose to increase the differential on shipments 
via that route from 16 to 20 cents, which will mean a 
corresponding reduction in through rates. Some of the 
lines contend that this advantage will offset the advance 
via the South Atlantic port lines. 


WOULD FORCE RATE REDUCTION. 


Ottawa, Can., January 27.—W. F. MacLean has 
served notice on the House of Commons that he proposes 
to offer a resolution calling upon the Canadian Pacific 
Railway to reduce its freight rates. This follows the 
recent announcement that the road would pay a ten per 
cent dividend. Mr. MacLean also favors giving the 
Board of Railway Commissioners supervision over rail- 
way capitalization. His plea for reduced rates is based 
on the contention that the law provides for a reduc- 
tion when the road is paying ten per cent on the cost of 
construction. 


Traffic Club Dinner Big Success 





Over five hundred traffic men sat down to the fourth 
annual dinner of the Traffic Club of Chicago Thursday 
night—and every one of the five hundred odd voted it a 
great success. 

The speakers of the evening were ex-Judge C. F. 
Moore of New York, ex-Congressman J. Adam Bede of 
Minnesota and Judge Peter S. Grosscup, who acted as 
toastmaster. Mr. Moore took for his topic dollars and 
sense and in an epigrammatic address, traced to the 
amusement of the audience, their differences and simi- 
larities. He declared that the old injunction that man 
should eat bread in the sweat of his face had been 
changed to one stating that “In the perspiration of thy 
neighbor’s face shalt thou eat ambrosia and nectar and 
all the other delicacies of modern civilization.” He ex- 
plained the difference between a direct tax and the tariff 
by saying that the former was levied by imperial edict 
and that the latter was a tax that all paid willingly; the 
last named was one that might easily be avoided if one 
were willing to go without food, drink, raiment and 
shelter. The difficulty with the question of the high cost 
of living was, in his opinion, due to the fact that every- 
body was trying to shift the burden of responsibility on 
his neighbor. He diagnosed the real trouble as a case of 
too many people living and too few producing a living. 
What was wanted was more citizens who could produce 
something worth while. 

Mr. Bede also touched on the high cost of living— 
or, as he phrased it, the cost of high living. Contrasting 
conditions to-day with those of a century past, he said 
we were demanding civilization on a half shell and ob- 
jected to tipping the waiter. Morally, he thought the 
present generation an improvement upon its ancestors. 
Touching the question of what was the matter with the 
country, he maintained that progress was producing new 
problems to solve, problems that must be meet with in 
a spirit of fairness and unity. He contended strongly 
that the people were the real controllers of legislation; 
that public opinion could make Congress mark time. 
The trouble is that each congressman is sent “to whoop 
it up” for his own district and as a result is a lobbyist. 
Demand that congressmen look to the interest of all the 
country and this condition would be eliminated. 
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Judge Grosscup, in introducing the speakers, took 
occasion to refer to the difficult position in which rajj- 
roads and shippers find themselves because of the con- 
flicting requirements of the interstate commerce and 
Sherman anti-trust acts. The proceedings were enlivened 
with a special corps of singers, assisted by the other 
diners. The affair was also noteworthy because of the 
presence of large delegations from other important traf. 
fic clubs of the country. 


Canal Freight Traffic Declines 





Albany, N. Y., January 27—A decline of 43,124 tons 
in the tonnage passing through the state canals for the 
year 1910 is reported by the retiring state superintendent 
of public works, F. C. Stevens, to the legislature. 

The total tonnage for the year was 3,073,412 tons. 
Of this eastbound way freight constituted 1,684,436 tons 
and westbound 583,796 tons, making a total of 2,268,232 
tons, as compared with 494,268 tons of through freight 
east and 310,792 tons through freight west, or a total of 
through freight east and west of 805,180 tons. The total 
tons of through freight carried on the canals showed a 
gain of about 40,000 tons over the through freight of 
1909, the actual loss in canal tonnage from the previous 
year being in the way traffic. The through shipments 
were made up of 894,768 tons shipped west and 2,187,644 
tons shipped east. 


Noted Ex-Railroad Man Dead 


The business and transportation world was given 4 
shock last week by the sudden death of Paul Morton, 
president of the Equitable Life Assurance Society and 
formerly vice-president in charge of traffic of the Santa 
Fe. The deceased was 53 years old. 

Mr. Morton began his career as clerk in the offices 
of the old Burlington & Missouri River Railroad at the 
age of sixteen. A year later he went to the general 
freight offices of the company at Plattsmouth. From 
clerk he rose to chief clerk, then assistant 
freight agent, general passenger agent and 
freight agent. In 1890 he retired from railroad 
to become vice-president of the Colorado Fuel & Iron 
Company. Six years later he returned to the service as 
vice-president of the Santa Fe. From there he went (0 
the cabinet of President Roosevelt as secretary of the 
navy. While in that capacity the famous rebate rev 
elations were made and Mr. Morton and the president 
were savagely criticized. The attorney-general held that 
while the Santa Fe had been guilty of rebating during 
Mr. Morton’s administration, there was no personal guilt 
attaching to the cabinet officer. In this stand, the pres 
ident also warmly joined. In 1895, Mr. Morton, having 
again retired to private life, was tendered and accepted 
the position he held at the time of his death. 

When informed of his decease, Mr. Roosevelt paid 
the following tribute: 

“I am greatly grieved and shocked at Mr. Morton's 
death. He was a stanch and loyal friend and an abso 
lutely square man in every relation. I was exceedingly 
fond of him personally and I found him an admirable 
cabinet officer. 

“It was to him more than to any other one maa 
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that we owed the information which enabled the gov- 
ernment definitely to break the practice of giving re- 
bates by the railroads. This service was one which 
he alone among the railroad men was willing at no 
small cost to himself to render to the public, and for 
it he is entitled to grateful rememberance of all men 
who deem it of prime importance to see the law rigidly 
and justly enforced. For private and public reasons 
poth I deeply regret his death.” 

President Ripley of the Santa Fe spoke of him in 
the following language: 

“[ was intimately associated with Paul Morton, 
both personally and officially, for twenty-five years, 
and no one knew him better. He was honest and fear- 
less, clean and courageous. His ability was of the 
highest order and is attested by his success. His per- 
sonal worth is indicated by the enormous number of 
those who will mourn his loss. Probably no man in the 
country had so many friends.” 

Other prominent railroad and industrial men, and 
men in public life, also expressed similar sentiments. 


Craffic World Changes 


A. A. Reinhardt has been appointed traveling freight 
agent of the Toledo, St. Louis & Western and the Chi- 
cago & Alton Railroads, with headquarters at New 
Orleans, La. 

D. M. Bell, assistant general passenger agent of the 





= Pennsylvania Railroad, has been elected chairman of the 


Niagara Frontier Rate Committee, and James Morrison of 
the Canadian Pacific, secretary. 

The Water Lines Association has elected the fol- 
lowing officers: President, Thomas Henry of Montreal, 
trafic manager of the Richelieu & Ontario Navigation 
(o.; vice-president, A. A. Heard of Albany, general pas- 
sehger agent of the Delaware & Hudson; secretary, 
Martin R. Nelson of New York, chief clerk, passenger 
department, Northern Steamship Co. 

Ingersoll Goodwin has been appointed city passenger 
agent of the Chicago & Alton Railroad at Chicago, III. 

G. W. Schelke has been appointed traveling passen- 
fer agent of the Illinois Central Railroad, with headquar- 
‘fs at Evansville, Ind. 


P. A. Auer has been appointed assistant general pas- 


(ago, Ill. George S. Pentacost, now assistant general pas- 
‘iger agent of the line, is appointed general passenger 
¥ent of the Chicago, Rock Island & Gulf Railroad, with 
headquarters at Fort Worth, Tex., vice Mr. Auer. 
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Northwestern University 


School of Commerce 
Cor. Lake and Dearborn Streets, Chicago 


EVENING COURSES IN 


TRANSPORTATION 


(1) COURSE IN INTERSTATE COMMERCE LAW. 
Friday evenings, 7-9. Open to new members after 
February 6th, 1911. Close study and discussion 
of the Interstate Commerce cases and court de- 
cisions. 

(2) COURSE IN RAILROAD RATES AND RATE- 
MAKING. Tuesday evenings, 7-9. Class may be 
entered now by special arrangement—new term 
begins February 6th, 1911. An experienced tariff 
and traffic man explains and leads the discussion 
of classification, territorial divisions, and problems 
in rate-making. 

(3) COURSE IN THE LAW OF LOSS AND DAM- 
AGE CLAIMS. Wednesday evenings, 7-9. New 
term February 6th. Based on a study of decided 
cases, reports of which are used as text-books. 


FREE LECTURES. Visitor’s ticket admitting to one 
session of each class issued on request. Special bulletins 
describing the courses in detail mailed free. 


AN OPPORTUNITY for men employed during the day 
to gain a scientific knowledge of traffic and transportation 
by systematic, thorough study. 

TUITION: Single course of 16 weeks, $15; two courses, 
$25; three courses, $35. 

OTHER COURSES offered are: Finance, Stocks, Bonds 
and Investments, Commercial Law, Accounting, Re- 
sources, Economics, Advertising, Languages. 














Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners @d nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Steel Tanks Tank Cars 















































Pipe Boilers 

Hose Steam and 
Hose Couplings Gas Engines 
Belting Chemicals 







You can reachgthis big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 
















Employ it as (OUR Salesman. Write Us. 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 
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BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Sto transfer and fer- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 





BUFFAI TORAGR & CARTING 
Co., 3 seneca St. “Uns 
faciliti.e” ..¢ st handling, trans- 
ferring and forw mg goods. e- 
phone No, 683 

CHICAGO, ILL. 
JUDSON FREIGHT FORWARDING 


COo., INC., 448 Marquette Bidg. Car- 
joad distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all — western 
and Pacific Coast po > 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 483d and Robey Sts. Belt 
line warehousing and es with- 
out teams, Carloads ag % rail or 
lake and reshipped rail, Cc i, at 
Chicago rates. eae s rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





OALLAS, TEX. 

W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 


house. Carloads or less consigned to 
our care will be delivered promptly. 





DETROIT, MICH. 


EK FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
Special attention to carload distribu- 

on, 


THE READING TRUCK CO., 6th and 
Congress Sts. Authorized = 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 


two or more ties. Merchandise de- 
livered as “ornered. 





ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General storage, transferri 
ralleaie ‘Warehouses 
Tail . Prompt service. 


KANSAS CITY, MO. 


K. e. * Fra Co., Ninth and 
cae a with all roads en- 


Carl stored, distributed and re- 
Track cameeey. eight cars a 
Low insurance, prompt, 


ice. 
Bonded in accordance with state laws. 





LOS ANGELES, CAL. 


LOS ANGELES ee CO., 830 


8. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. BHstablished 1885. 





LOUISVILLE, KY. 
LOUISVILLE PUBLIC WAREHOUSE 
COMPANY rt 


ers. Bonded and free warehouses. 





ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general sto e. Drayage facili- 
ties. Cars promptly handled. Custom 

house entries attended to. Insurance 

18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
ene a or less. Consignments so- 
cited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 


prompt. Established 1872. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





WILKESBARRE, PA. 
MERCHANTS’ BLO aes 

Storage, and forwarding. 

Quackenbush Ce. 
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YOU DONT HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


_,. Itis this knowledge that is one of the distinguishing features between a 
: ‘teaffic manager and shipping clerk. 


- To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 
enlarged to cover the many new developments since the appearance of 
the second edition. 


Don’t cm think a work that has been able to hold the lead since 
1879 should be in your business library? 


* Hutchinson on Carriers”’ is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 
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